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Vol. XXII, No. 22 


THE SHIPPER’S ATTITUDE 


We respectfully submit that the advice given to 
the members of the _National Industrial Traffic 
League by Charles A. Prouty, Director of the Di- 
vision of Public Service and Accounting of the Rail- 
road Administration and put in that position as a 
recognition of the interests of shippers, is fallacious, 
and that, if followed, it is likely to lead shippers 
into a trap of their own making. That advice is, in 
a word, that it is their duty to make government 
operation of the railroads as great a success aS pos- 
sible that it may have a fair test. He told them 
that, whether they liked it or not, government oper- 
ation was here to stay for at least two years, and 
itwas up to them to make the best of it—that any 
other procedure would be unfair. He gave no rea- 
son why government operation must be continued 
for at least two years except that he said the ex- 
ecutive chair was filled by a man Of one party and 
the majority of the House and Senate was of the 
opposite party. 

Even if it were a fact that there was no possibil- 
ity of altering the present method of railroad con- 
trol inside of two years, we do not think Mr. 
Prouty’s advice would be good. There is some- 
thing to be said, of course, against the wisdom of 
throwing a monkey wrench into the machinery, so 
to speak, and it naturally follows that if the ma- 
chinery could not be replaced by something else, 
shippers would be hurting themselves in any effort 
to hamper its workings. Still, it is asking a good 
deal of anybody to suggest that he ought to do 
his best to make a success of a plan to which he is 
opposed and which he thinks inferior to another 
Plan which has been cast aside or to one which has 
not yet been tried. In so far as his efforts might 
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avail to ‘make the present plan successful he would 
be working to fasten it upon himself and the coun- 
try. Every time he helped he would be offering 
another argument for retaining a plan he did not 
want. Even if, with his co-operation, it should 
work fairly well, that would prove nothing as to a 
comparison with what he considered to be the better 
plan. It would merely prove that the plan was not 
as bad as it might have been without his help. 

But it is not necessary to spend much time argu- 
ing that phase of the matter, for Mr. Prouty is 
wrong in his premise—that there is no possibility of 
a change inside of two years—and we are not in- 
terested in any experiments, as he seems. to be, 
merely to see what there is in this thing now that 
we have it thrust upon us. We see no reason why 
there should not be a change comparatively soon. 
Certain it is that the way to bring about a change, 
if we want it, is to demand it jand work for it, and 
not to content ourselves with doing the best we 
can under the makeshift offered, so that students 
of economics may observe its workings under the 
most favorable conditions. There is no reason why 
the experiment of government operation of rail- 
roads in peace times under a war law should be 
tried any longer than is necessary safely and with- 
out dangerous jar to shift the belt. We have the 
present kind of operation because those at the head 
of the government thought it was necessary for the 
winning of the war, and Congress was willing to 
let them have their way. We want none of it, and 
Congress proposed none of it, for any other reason 
or under any other theory. There is no reason for 
retaining it any longer than is absolutely neces- 
sary. The period of time necessary may be twenty- 
onesmonths after peace is declared or it may be one 
week from now. That ought to be determined at 
once and action taken accordingly. Shippers have 
been caught asleep at the switch many times, but 
we hope they are awake now. Congress has the 
power to act and the public has the power to make 
it act. 

There is danger in other respects that the mem- 
bers of the Traffic League and shippers generally 
will overlook their responsibilities and opportun- 
ities. For instance, they admit, as does practically 
everybody else, that certain advantages have been 
gained through government operation of the rail- 
roads—pooling of cars, for one thing. The advo- 
cates of government ownership or rigid govern- 
ment control seize on these very things and these 
very admissions as fuel for their fires. “We offer 
these benefits to you,” they say. “How else can 
you get them?” The danger in the situation is that 
those who admit these things to be good, but who 


pat the same time are opposed to the propaganda 


that includes them in a government ownership plan 
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and understand that they may be obtained by 
means of a wise and simple revision of the laws, 
retaining private ownership, will have no definite, 
concrete plan to oppose to the government owner- 
ship plan, and.so fail. It ought to be the business 
of the National Industrial Traffic League commit- 
tee, appointed in accordance with the resolutions 
adopted by that body at its meeting last week, to 
construct such a concrete plan and it ought to be 
approved by the executive committee and backed by 


the League. Here is an opportunity for the League . 


to do a big constructive work, and we believe that 
if it is awake to the emergency and _ properly inter- 
prets the feeling of its own members and shippers 
generally it will act along such lines. It can be 
the leader if it chooses or it can fail to act force- 
fully and run the risk also that no one will take up 
the burden. 

There is encouragement in the recent action of 
the National Association of Owners of Railroad 
Securities in planning to fight the government own- 
ership propaganda, but these men represent only 
one phase of the opposition and their interest is 
largely, if not purely, financial. That of the ship- 
per, while, of course, he is looking after his own 
interest, in a sense, is of a larger sort. In looking 
after his own interest he is looking after the interest 
of the commercial business of the country, and his 
action expresses his thought as to what is neces- 
sary for the promotion of commerce. He is, so to 
speak, on the other side of the counter from the 
railroad—the buyer, as the railroad is the seller, 
of transportation. His idea of the justice of the 
transaction is just as important as that of the seller, 
and if he does not express it in fixing the rules of 
trade he must expect to get the worst of the 
bargain. 


McADOO’S ABDICATION 
Things happen so fast in the transportation world 
these days that before these words are read the 
President of the United States may have appointed 
a new Director-General of Railroads to take the 
place of W. G. McAdoo, who has resigned from 


that and other offices. Whom he appoints is not, 
of course, as important as the ideas of the man ap- 
pointed, and when the appointment is announced 
we may hope to learn from it something of what 
the transportation policy of the government is to 
be—whether there is to be a change in the plan of 
war control in peace times as outlined by Mr. Mc- 
Adoo, or whether the McAdoo plan is to continue. 
Of course, the man appointed may have no ideas 
on the subject, or his views may not be known, or, 
if he has views, he may change them to fit the 
terms of the appointment, but there will at least be 
room for speculation. 

Neither is it important why Mr. McAdoo re- 
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signed, unless it be a fact that the reason was that 
he did not agree with the President in the latter’ 
apparent policy of gathering everything under the 
folds of paternalism. If that were the reason we 
should at least know where the President stood 
But it is only one of the many reasons guessed by 
those who refuse to take at their face value the 
reasons given by Mr. McAdoo himself. If he has 
not told the real reason, it might, for all anyone 
knows, be anywhere in the range between a desire 
to groom himself for the presidency of the nation 
and a peeve because his father-in-law refused to 
give him a piece of the white meat at Sunday din. 
ner. One guess is as good as another. Perhaps 
future events will shed a light on the past that will 
better enable us to judge. 

We may say, however, that we are not inclined 
to believe that Mr. McAdoo fell out with the Presi- 
dent because the latter’s ideas of government owner- 
ship or government control went too far. We 
should say that he would have to go pretty far to 
get beyond Mr. McAdoo’s ideas, at least as far as 
the railroads are concerned. Either that, or Mr. 
McAdoo’s policies as outlined by himself, have rep- 
resented the ideas of some one other than himself— 
and that we do not believe, for Mr. McAdoo gen- 
erally thinks for himself, we should say. It would 
seem more likely that he resigned because the Pres 
ident was not willing to go as far as he went in 
railroad control, though we have no information 
that that is the case, and it is true that other 
paternalistic acts of the government would seem to 
indicate that Mr. McAdoo does not stand alone in 
his theories. It is all a jumble which, if only out 


of curiosity, we shall hope to see made clear some 


day. 

Mr. McAdoo has proved what was already known 
of him—that he is a man of great ability and ex 
ecutive capacity, and we have at no time been dis- 
posed to doubt his good intentions in his conduct 
of the railroads. His fault has been in time of wat 
that he permitted the men around him to do many 
things that were unfair and unwise and not at, all 
justified by the fact of the war emergency, and that 
in time of peace he has proposed to exercise his 
continued arbitrary power to do things which 
seemed to him in the interest of efficiency and 
proper operation of the railroads but which were 
not at all contemplated when the government was 
authorized to take them over. Opposition had been 
smoldering for a long time, but it was smothered 
because the country was at war and it was felt that 
the Administration should have a free hand. But 
the minute the armistice was signed the flames 
broke out. It may be said, therefore, that Mr. Mc 
Adoo, if not actually or consciously retiring undef 
fire, is but little ahead of it. 
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icurrent Topics 
in Washington ; 


Mr. McAdoo’s Job.—Among those 
who have had to keep their eyes on 
the Railroad Administration all the 
time since its creation, there is a 
feeling that the men who have been 
aspiring to Director-General McAdoo’s 
place have shown a wonderful fond- 
ness for a position of power, trust 
and loss of sleep, if not of reputation. 
It is not often that the receiver of 
a financially embarrassed institution 
emerges from the management thereof 
with any great amount of acclaim. 
Yet there are men who have pulled 
all the wires they could think of in an effort to get the 
eye of the President so that he would consider them with 
a view to appointing a savior. That a salvage operation 
is needed will not be denied by anyone having an intimate 
knowledge of the facts. Some, for political or other rea- 
sons, May make a pretense of believing that all is well 
and that Mr. McAdoo’s successor will have a comparatively 
easy time and much credit. Broadly speaking, however, 
there is not a man among those who have any conception 
of the true situation who believes the successor will not 
have much tribulation. .There is a fondness for war prices, 
war wages and war conditions. Autocratic rule can flourish 
during the continuation of such prices, wages and condi- 
tions. Mr. McAdoo’s successor, however, will have to 
struggle with problems tendered to him by ill-informed 
workmen—men who deride the Bolsheviks, but can see no 
reason for any reduction in the wages awarded to them by 
Mr. McAdoo; men who believe the public can be made to 
pay anything a director-general may order (in the way 





of rates) and who will jeer at the idea of a railroad hav- — 


ing to consider the possibility of its charges being so 
high that traffic cannot move, or that, if it does move, it 
will move over the country roads in motor trucks; or 
who, if they do admit that, will think the quantity so 
small that the loss in revenue will be negligible. Nearly 
every man who has had anything to do with the Railroad 
Administration or the Interstate Commerce Commission 
since the early part of 1916 knows that managing a rail- 
road, during that period, was comparatively simple, be- 
cause, no matter what the cost, the traffic would move, 
because a large part of the world had to fight, and the 
cost of getting much of the tonnage moved was being 
paid out of public treasuries. The real test of manage- 
ment, it is suggested, will come when the buyer, and not 
the seller, makes the terms of sale. The railroads will 
be solicitous sellers of transportation, asking for patron- 
age, on rates of pay and rates of carriage fixed to meet 
war conditions and prices, loaded down with burdens which 
they will not be able easily to slough off, because they 
were placed there by the government when its officials had 
the power of autocrats. 





Railroad Legislation.—Unless there is a recession by one 
or both kinds of senators, there will be no revenue legis- 
lation at the regular session of Congress beginning next 
week. They are at loggerheads over stating the limit of 
taxes to be raised during the fiscal year beginning July 
lnext. The majority party senators have written into the 
revenue legislation a limitation of $4,000,000,000. The mi- 
hority party senators think that is a bit of political trick- 
ery, intended to bring discredit on the Republicans because 
itis morally certain that $4,000,000,000 could not be made 
to cover the commitments of the government for the 
year. The reason for the impassé is of no particular 
significance in and of itself, but it suggests to those who 
would like to read some legislation on the subject of rail- 
toad control that there will be an extra session of Congress 
after March 4. Extra session, to many, means legislation 
on that subject. What kind of legislation may be ex- 
pected, if any, depends on each individual. The fact that 


thrusts itself into the consciousness of everybody inter- 
sted is that no plan has yet been formulated, even by 
those who are opposed to a continuance of- governmental 
They have not even agreed on the fundamental 


contro] 
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fact that all the benefits that have arisen from government 
control can be retained under private operation by writing 
a few amendments into the act to regulate commerce and 
then telling the Commission to take charge of railroads 
that, by an amendment to the federal control law, can be 
returned to their owners, one, two, three or six months 
after the passage of the bill. Until there is some kind 
of an agreement among those who will be responsible for 
legislation after March 4, nothing can be done. 





The Speed of Government Operation.—One of the argu- 
ments used to favor the law that gives the President power 
to make rates on whatever notice pleases him was that 
speed was needed. There was some speed in advancing 
rates, after it was determined that the increase in wages, 
cost of materials and supplies, and things like that would 
require the raising of $800,000,000 more than in 1917. But 
that is the only time any speed was shown in anything 
in connection with the administration of railroad affairs 
by government officials. Just how slow the government 
can operate may be inferred from the fact that up to 
Thanksgiving Day contracts had been signed with only 
three large roads. That was the fact notwithstanding the 
completion of the clauses of the standard compensation 
contract at least two months ago and the further truth 
that the Commission, at any time, was prepared to say 
what was the average net operating income for the three- 
year period ending June 30, 1917, of any road in the 
country. The form of the contract and the amount of 
the maximum possible compensation being known, the 
ordinary man might infer that the signing of a contract 
would be a mere matter of a few days, instead of months. 
Another fair proof that government control isn’t neces- 
sarily speedy, even when it is exercised by officials having 
unlimited power, is the fact that it took from August to 
the end of November to patch up rates on which the 
starving cattle in Texas could be brought to pastures east 
of the Mississippi. A temporary scale was fixed up in 


August, although S. H. Cowan had been working on the 


matter since June. A disagreement as to how fractions 
should be handled caused rates to be put in, in August, 
that were not in accord with what the cattlemen thought 
had been agreed upon. On November 23 the rate authority 
to change the rates to what had been originally intended 
by the cattlemen came along. But the final scales for 
use in the southwest and the southeast have not yet got 
through the rate authority mill. The supposedly slow In- 
terstate Commerce Commission operates at a speed that 
can be compared with that, without discredit to the 
Commission. 





Hall Imported “Questionnaire.’—It is not often that a 
word first used by the Interstate Commerce Commission 
finds its way into general use throughout the country. 
Commissioner Hall, however, added the word ‘“question- 
naire” to the vocabulary of the regulating body and from 
the Commission its employment has extended to every- 
day use in all occupations and businesses in the country. 
He became familiar with it during the time he was prac- 
ticing law in Paris. It is the only French word he ever 
used in any outgiving of the Commission. Its general 
adoption may be taken as indicating the existence of “long 
felt want” for something of that kind. “Sending out a 
questionnaire” is something that everybody now under- 
stands. Prior to Mr. Hall’s happy thought it was necessary 
to say the Commission sent out a list of questions, or 
interrogatories. There is no Anglo-Saxon equivalent for 
it, there is a need for it, and therefore it is not likely 
to die out or even be limited to the sphere of usefulness 
to which Mr. Hall introduced it. 





War Restrictions Being Lifted—The War Industries 
Board, the Food Administration, the War Trade Board and 
the Fuel Administration nearly every day lift a restriction 
that was reflected in some way in limitations on tariffs 
filed by the railroads. The probabilities are that nearly 
all the restrictions placed during the period of belligerency 
will be removed early next year. There is hardly a mini- 
mum in a tariff that was not made obsolete during the 
period of hostilities by a regulation from some board or 
administration—as, for instance, the 60,000-pound minimum 
on sugar. The boards and administrations are not will- 
ingly removing the restrictions. There is an element in 
each that desires to retain the power Congress gave for 
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the vigorous prosecution of the war. There is also an 
element in nearly every trade that desires restrictions to 
be continued. Each restricts competition and thereby 
tends to stabilize prices and keep things within control 
of the well organized units within a given industry. While 
nearly every industry has recognized the harm that un- 
limited competition has done, the recognition has not been 
so complete that every unit in an industry has been willing 
to submit to the restraints, even when placed by govern- 
mental authority. The removals have been made as a re- 
sult of pressure, although the boards and administrations 
may not be willing to admit the fact. : 


Saving of Ton-Miles.—One of the points that will be made, 
it is believed, by the advocates of government ownership, 
or government operation, or both, is that the Railroad Ad- 


ministration saved hundreds of millions of ton-miles. A - 


wasted ton-mile is a waste, of course. Everybody admits 
that. Not every man, however, admits that the saving is 
worth what it promises to cost. The saving, it may be 
argued, is exactly like that achieved when a carpenter 
receiving $4 a day uses up his time or a considerable 
part of it in picking up a few ounces of nails, worth 
five cents a pound, scattered over a ten-room house. Even 
the greenest of contractors knows it is not an economy 
for*a carpenter or a plasterer to stop his work to pick up 
the nails that are dropped by an ordinarily efficient work- 
man. The saving is not anywhere near equal to the cost. 
‘The saving achieved by the Railroad Administration in this 
matter of ton-miles, it has been pointed out, and will be 
again pointed out many times, can be accomplished by 
an amendment to the act to regulate commerce authorizing 
the pooling of tonnage or earnings so as to make unneces- 
sary the observance of the short-hauling prohibition of 
the fifteenth section, when through*routes and joint rates 
are ordered. The general public, however, does not know 
why ton-miles must be wasted. It does not know that 


that waste, in effect, is commanded by the law and that 
that waste can be stopped by a change in the wording of 
the statute. 


“HURLEY ON THE LA FOLLETTE LAW 


A. E. H. 


In an article on “American Ships on the Pacific,” pub- 
lished in the November issue of “Asia,” Chairman Edward 
N. Hurley of the United States Shipping Board gives his 
views on the La Follette act and other matters connected 
with the new merchant marine. Many men, especially 
those engaged in shipping, have shown anxiety about 
laws relating to the new merchant ships and have asked 
questions concerning policies on wages, ownership, opera- 
tion, costs, competition, and the like. Many of them 
believe that new legislation will be needed to keep our 
ships on the ocean. . 

Mr. Hurley reminds the public that the Shipping Board 
was created long-before the entry of the United States 
into the war. One of its functions is to build up an 
American merchant marine and Congress gave it full 
scope for investigation and the recommending of further 
legislation. Therefore, the chief task, he says now, is 
to obtain real information about the operation of ships 
and create an intelligent American opinion on ships, so 
that, if new legislation is needed, it may be wise. 

“One of the chief obstacles supposed to hamper us in 
the operation of our new ships,” says Mr. Hurley, “is the 
La Follette law, also known as the seamen’s act. I think 
it well to give my viewpoint on this much debated law. 

“It is unfortunate that sea wages have occupied so 
much of our thought in connection with merchant ships. 
The La Follette act is a high-wage law and has, therefore, 
been a burning question. It seems inevitable that all 
discussions of American shipping must begin with a de- 
bate about a coolie and a bowl of rice, and in many cases 
never get any further. Read shipping testimony before 
Congress, and this problem of wages dominates. Talk 
with shipping men, and you will find it is ever present 
in their thoughts. 

“Now it may be that they are right—that in the future, 
after we have made practical efforts to operate American 
ships with American crews, paid American wages and 
living under American standards, we shall need cheaper 
labor to hold our own in competition. 

“But if that proves true, then the American merchant 
marine -will run counter to most of our industrial ex- 
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periences. We haul freight on the railroads and the 
Great Lakes cheaper than any nation in the world, anj 
do it with American labor under American conditions 
Most of our foreign trade in manufactured goods con. 
sists of products made by the best paid American wor. 
men—automobiles, typewriters and office machinery, agy. 
cultural implements, steel and other metal products. We 
have learned at home, as business men, that it almog 
invariably pays to raise living standards and wages, anj 
I believe that this is as true upon the oceans as it is upoy 
land. 

“Wages are by no means the only factor in manage 
ment. If you have an up-to-date plant and run it at hig) 


efficiency with a scientific cost system and can create 


large, steady volume of business through intelligent sales 
work and good service to your customers, wages may 
be an entirely secondary matter—indeed, by utilizing 
these other elements of good management, you may, pe 
able to increase wages. That is true in manufacturing, 
and I believe it’ to be true of merchant shipping. Perhaps 
I am wrong. 


“It is natural for me to be guided by past experience 
as a manufacturer in approaching a new task, and go 
my thought on merchant marine policy has run in these 
directions rather than to cheap labor. There is so much 
opportunity for efficiency in the design and operation of 
our ships, the rearrangement of our ports, the building 
up of trade volume, the use of machinery in handling 
freight, and the saving of money by quick turn-around 
of ships, that we have studied these matters first. It was 
logical to turn to them during the period when we wer 
building our ocean transportation plant, with its terminal 
facilities. Had we been apprehensive over the coolie and 
his bowl of rice we might have overlooked opportunities 
to incorporate economically new devices in the design 
of our ships and port machinery. So my policy thus far 
might be stated as follows: 


“First—Build the ships and win the war. 


“Second—Make our merchant marine as good an Amer- 
ican machine as possible and truly American in operation 
and living standards. 


“Third—Put the support of an 
public behind our merchant marine. 


“Fourth—Then, if we cannot keep these ships on the 
ocean without the coolie and his bowl of rice, it will be 
time to go to Congress and ask for help. 


“The La Follette act has not yet been tested, by reason 
of abnormal conditions in ocean transportation caused 
by the war. Most arguments advanced against it, as well 
as for it, are now theoretical, and we need the light of 
practical experience to guide us in changes if they are 
necessary. I am even a little prejudiced in favor of. that 
law, because it raises human standards in the oceal 
transportation industry. I personally believe that good 
human standards are not only desirable, but also thal 
they actually work better than poor human standards.” 

Mr. Hurley also pays a high tribute to the British 
merchant service: 


“It has long been the dominating force in ocean Col 
merce,” says he, “and will continue to be after the wal. 
Autocracy might have throttled the world without the 
British merchant marine, mobilizing the men and food 
of the British Empire. We owe British merchant ships 
and sailors a great debt for transporting our man-powél 
to France. After the war we may have more merchail 
tonnage than Great Britain, temporarily, but the lessols 
of the war will not be lost on John Bull—he is bound t0 
bring his merchant marine up to first place as an ec? 
nomic and military necessity. I believe wages and liv 
ing conditions in the British merchant marine will be 
placed on higher standards as a result of war experience 
and the great stimulus to betterment that has grown oll 
of the war. Bargain-hunting for ocean transportation and 
other services has got both John Bull and ourselves int 
difficulties.” = 


intelligent American 


SUPERVISORS ARE OFFICIALS. 


Director-General McAdoo, on November 9, announced 
that signal supervisors and assistant signal supervisol® 
shall be considered as officials and that therefore the! 
compensation, shall be fixed by the Director-General up% 
the recommendation of the regional directors. 
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UNREASONABLE COAL RATE 


An order of reparation has been made in No. 9381, Mid- 
land Coal Co. vs. St. Louis & San Francisco, opinion No. 
5439, 51 I. C. C., 313-316, on account of an unreasonable 
rate on coal from Liberal, Mo., to Burlington, Kan., the 
unreasonableness consisting of the amount of $1.10 per 
ton, the rate in effect from other mines in the neighobor- 
hood of the mine at Liberal that made the shipment, to the 
same destination. The rate charged was $1.65 a ton. 
The legally applicable rate was a combination of $1.60 per 
ton. After the movement the carriers established the rate 
of $1.10 per ton, so the only question in issue was that of 
reparation. The complainant in this instance was neither 
consignor nor consignee, but it was the real party in in- 
terest. Therefore the Commission applied the rule laid 
down by it in Oden & Elliott vs. S. A. L., 37 I. ©, C., 345. 
On account of the fact that the complainant was not an 
avowed party to the transportation, the Commission, in 
its report, discussed the cases bearing on the question 
of the right of a party not in the transportation. record 
obtaining an order of reparation. 


McADOO NOT A DEFENDANT 


CASE NO. 9661 (51 I. C. C., 326-330) 

MAYFIELD & GRAVES COUNTY COMMERCIAL CLUB 
VS. ALABAMA & VICKSBURG RAILWAY COMPANY 
ET AL. 



























PARTS OF FOURTH SECTION APPLICATION NO. 2045. 







Submitted March 2, 1 1918. Opinion No. 5442. 

1. Rates on cotton factory products from points in Carolina, 
southeastern and interior Mississippi Valley territories to 
Mayfield, Ky., not shown to have been unreasonable but 
found to have been unduly prejudicial to Mayfield. 

a Peerth section matters not determined upon the record in 
Is case. 









Division 3, Commissioners Harlan, Hall and Anderson. 
The Mayfield & Graves County Commercial Club alleges 
that defendants’ rates on cotton factory products to 
Mayfield from points in Carolina, southeastern and interior 
Mississippi Valley territories are unreasonable and also 
unduly prejudicial to the advantage of Paducah, Ky., St. 
Louis, Mo., Milwaukee, Wis., Cairo and Chicago, Ill., and 
various interior points in southern Illinois. The Commis- 
sion is asked to prescribe rates to Mayfield not in excess 
of the present rates to Paducah. Most of the evidence 
adduced with respect to the alleged violation of section 
3 relates to the rates to Mayfield as compared with those 
to Padi cah. 

Mayficld, with approximately 7,000 inhabitants, is a local 
station m the Illinois Central Railroad 23 miles south of 
Paducah. There are two large mills at Mayfield which 

















Manufacture clothing for men and boys. These mills buy 
cotton piece goods in c@msiderable quantities, and it was 
Primari'y on their behalf that this proceeding was insti- 
tuted, 3 Paducah, with approximately 25,000 inhabitants, is 
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situated on the south bank of the Ohio River. It is served 
from the south by the Illinois Central Railroad and the 
Nashville, Chattanooga & St. Louis Railway. There are 
no clothing factories at Paducah. 

Rates on cotton factory products from the points of 
origin to Mayfield are, with few exceptions, made by com- 
binations of commodity rates to Paducah and fourth class 
rates, governed by the Southern Classification, beyond. 
Charlotte, N. C., Columbia, S. C., Atlanta, Ga., Birming- 
ham, Ala., and Chattanooga, Tenn., are selected as repre- 
sentative of points in the originating territories, and the 
following table, using short-line distances, illustrates the 
situation which complainant urges is unreasonable and 


prejudicial. Rates are stated in cents per 100 pounds 
and apply on any quantity. 
From From 
From From From Bir- Chat- 
Charlotte. Columbia. Atlanta. mingham. tanooga 
és € gs $$ $3 g 8 $ 
= =) = = — vat = 3 | a 
» @ £2.68 2 @4 @ 8&4 22 
May field, Ky... 609 81 633 75 414 71 303 71 277 62 
Paducah, Ky. .. 632 59 656 53 437 49 326 49 360 40 
St. Louis, Mo... 793 59 817 57 598 50 474 50 461 45 
Chicago, Ill. .... 831 65 855 55 746 55 698 55 609 50 
Milwaukee, Wis. 916 68 940 58 831 58 783 58 694 53 
Indianapolis, 
tp eee ar - 661 55 552 4 504 55 415 50 
Cairo, TR. 6 sc0%s 699 53 480 331 49 343 40 
Carterville, Ill.*. 703 70% 727 64 508 60% 397 60% 371 55% 





*Represents interior southern Illinois points. 


The Nashville, Chattanooga & St. Louis Railway has 
its own rails from Atlanta to Paducah, and traffic from 
southeastern and Carolina territories to Mayfield generally 
moves over this line to Paducah, at which point it is de- 
livered to the Illinois Central. There is a shorter route 
from Atlanta through Martin, Tenn., via which Mayfield 
is intermediate to Paducah, but this route is seldom used, 
although the rates are the same as the rates applicable 
over the route first described. Traffic from interior Mis- 
sissippi Valley territory to Paducah moves through May- 
field. However, there is no movement of cotton factory 
products from the latter territory to either Mayfield or 
Paducah. 

Complainant’s evidence in support of the allegation of 
unreasonableness consisted principally of general state- 
ments. Its contention in this respect rest principally upon 
the existence of lower rates for greater distances to points 
on and north of the Ohio River. Mention is made of the 
fact that transportation to points north of the river in- 
volves expensive river crossings, and at the more impor- 
tant points, some of which are shown in the above table, 
the terminal expense is said to be considerably greater 
than at Mayfield. 

Witnesses representing the two Mayfield clothing fac- 
tories say that their principal competitors are located at 
St. Louis, Mo., Evansville, Ind., Louisville, Ky., Cincinnati, 
O., Memphis and Nashville, Tenn., Cairo and Chicago, IIl., 
and New York, N. Y.; that most of their output is sold 
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in the south and southeast; that the more favorable rates 
on cotton factory products to the competing points gives 
those points such an advantage in marketing their goods 
that it threatens Mayfield as an industrial center; and 
that there are no circumstances entering into the manu- 
facture of clothing at Mayfield which counterbalance the 
preference arising from the rate inequalities. 

The manufacture of cotton factory products in the 
southeast is confined principally to Alabama, Georgia, the 
Carolinas, eastern Tennessee and southern Virginia. About 
25 years ago the lines serving this territory began to 
direct their efforts strongly to the development of the 
cotton manufacturing industry. It became necessary to 
accord the southern mills northbound rates which would 
permit them to compete with, New England mills in the 
territory bordering and north of the Ohio River, and a 
basis of rates was adopted by which the rate from Atlanta 
to Chicago would equal the rate from the New England 
mills taking the Boston rate. The Boston rate was the 
same as that from New York to Chicago. Rates to other 
points north of the river were based on a percentage scale 
of the New York-Chicago rate. 

Defendants assert that the rates to Mayfield made by 
combinations on Paducah give Mayfield the advantage of 
the very low commodity rates to Paducah, instead of the 
normal class basis. At the time of the hearing the rate 
from Boston to Cincinnati was 50.5 cents. The rate from 
Atlanta and points in the Atlanta group, which is fairly 
illustrative of the rates from southeastern territory, to 
Cincinnati, was and is 49 cents. Because of competitive 
conditions which have necessitated a parity in the rates 
from Atlanta to the several river crossings, the rate to 
Paducah is made 49 cents, which, for the reason stated, 
is lower than the rate from Boston to Paducah. The 
fourth class rate from Paducah to Mayfield is 22 cents, 
making the through rate from Atlanta 71 cents. Rates 
from Carolina territory are made with a fixed relationship 
to the Atlanta rate and are generally 10 cents higher, 
except that from a few points bordering the Atlanta group 
the differential is 5 cents. 

Defendants argue that cotton factory products are essen- 
tially class traffic; that their value is much higher than 
the general average. of freight moving in the south; and 
that the mevement of cotton factory products is generally 
in less-than-carload quantities. In the Western Classifi- 
cation the rating is first class; in Official Classification, 
rule 25; and in Southern Classification, as stated, fourth 
class. The fourth class rating in the Southern Classifica- 
tion is said to have been prescribed for the purpose of 
encouraging and aiding the development of the cotton mill 
industry in the south. ; 

For the purpose of showing ‘that the rates in issue are 
intrinsically reasonable, defendants compare them with 
nates on cotton factory products between points in the 
south; from Ohio River points to southern points; and 
from St. Louis to points in Arkansas, Louisiana and Okla- 
homa. It is not necessary to discuss these exhibits in 
detail. It is sufficient to say they tend to show that the 
rates assailed are not unreasonable. ; 

Notwithstending this showing by defendants there ap- 
pears to be an excessive spread between the rates to 
Paducah and those to Mayfield which is disadvantageous 
to Mayfield. This disadvantage cannot be justified by the 
efforts of defendants to stimulate and promote industries 
in another section of the south by establising extremely 
low rates to Paducah while Mayfield is subjected to rates 
which are 22 cents higher. In Mayfield & Graves County 
Commercial Club vs. B. & O. R. R. Co., 48 I. C. C., 45 
(The Traffic World, Feb. 2, 1981, p. 214), we considered 
joint class rates from trunk line territory to Mayfield, 
which were alleged to be unreasonable and unduly preju- 
dicial. These joint class rates were composed of the class 
rates to and from Paducah, and except for the fact. that 
commodity rates are in effect from the southern territory 
to Paducah, the bases of constructing the through rates 
are alike. In that proceeding we found that the through 
rates, including those on cotton piece goods, were not 
unreasonable, but were unduly prejudicial to Mayfield to 
the extent that they exceeded the rates contemporaneously 
in effect to Paducah by certain’ definite amounts, 18 cents 
being prescribed as a maximum for fourth class. The 
general character of that case is not unlike the present 
one. 


In Mayfield & Graves County Commercial Club vs. 
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I. C. R. R. Co., 49 I. C. C., 419 (The Traffic World, May 
11, 1918, p. 1010), we found that the rate on uncompresgeq 
cotton in less than carloads from Marietta, Ga., to May. 
field was unreasonable to the extent that it exceeded 7% 
cents. That commodity takes a rating of first class. The 
rate assailed was a combination of 50 cents to Paduca, 
and a first class rate of 37 cents beyond. ‘ 

We find that the rates assailed are not shown to haye 
been unreasonable, but that they were unduly prejudicial 
to Mayfield to the extent that they exceeded. by more 
than 18 cents per 100 pounds the rates contemporaneously 
in effect on like traffic from the points of origin involved 
to Paducah. 

There was assigned for hearing in connection with this 
proceding that portion of Fourth Section Application No, 
2045, filed by the Illinois Central Railroad Company, 
wherein authority is sought to continue to charge for the 
transportation of cotton factory and mill products from 
points in southeastern, Carolina and interior Mississippj 
Valley territories to Paducah rates which are lower than 
rates contemporaneously maintained on like traffic to May- 
field and other intermediate points. Some evidence was 
submitted by defendants with respect to this situation, 
However, the Illinois Central, which is the only line serv. 
ing Mayfield, is not a controlling, or even an important, 
factor in the rate adjustment on these commodities. The 
rates to Mayfield and Paducah are a part of the general 
scheme of rates from the origin territories involved to 
points on and north of the Ohio River and the interme 
diate territory south of the river. Other markets and 
carriers, are vitally interested in the adjustment, and the 
fourth section issue presented is too broad to be deter. 
mined upon the meager record in this case. We ac 
cordingly make no finding relative to the fourth section 
application, reserving it for consideration upon a more 
comprehensive record. 


ANDERSON, Commissioner: 

The foregoing report proposed by the examiner was 
filed in the record and served upon the parties. Excep- 
tions thereto were filed by the complainant. An examina- 
tion of the record with special reference to the points 


-raised by the exceptions verifies the accuracy of the state- 


ments of facts in the examiner’s proposed report. Upon 


- gonsideration of the record, we approve and adopt his 


proposed report as part of this report. 

‘im\the exercise of powers conferred upon the President 
by the federal control act, approved March 21, 1918, the 
Director-General of Railroads has, by General Order No. 
28, as amended, initiated, effective June 25, 1918, rates 
exceeding those complained of. Rates so initiated are 
subject to review by us only upon complaint as prescribed 
in the federal control act. 

On Aug. 3, 1918, we made a supplemental announcement 
in which we said, among other things, that the Director 
General was a necessary party defendant where the cause 
of action is as to rates, etc., which, since the filing of the 
complaint, have- been or shall have been increased or 
changed by order of the Director-General under the fed- 
eral control act, and the relief sought includes an order 
for the future. 


By said supplemental announcement we further stated 
that complainants desiring to bring in the Director-General 
as an additional defendant should, on or before. Oct. 1, 
1918, apply for leave to file a supplemental complaist 
setting forth their cause of action against the Director 
General, and, that failing such application, unless the 
time is extended for cause shown, complainants will be 
understood as electing to stand upon the issues as made. 

No such application was filed in this case, and the rates 
initiated by the Director-General cannot be considered 
upon the present pleading. The complaint will be dis 
missed. 


MINOR COMMISSION ORDERS 


The Commission has dismissed proceedings in case No. 
9469, Amer. Coal Mining Co. et al. vs. C. & E. I. R. R. © 
et al., upon complainant’s request. 

The Commission has dismissed proceedings in case No. 
10229, Public Service Commission of the State of Wash 
ington et al. vs. W. G. McAdoo, ®irector-General of R. R, 
U. S. R. R. Administration et al., upon request of all pal 
ties interested. 
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PRESIDENT’S RAILROAD POLICY 


The Trafic World Washington Bureau. 


The President is expected to tell Congress next Monday, 
or whatever day he selects for delivering his annual mes- 
sage, Which will be just before he starts for Europe, what 
he thinks should be done with the railroads and the com- 
mon carriers by water he has taken over. It would sur- 
prise no one were he to give out, either directly or by dis- 
ereet hints, the substance of his recommendations on that 
head in time for publication on Sunday, December 1. 

It would not surprise some men who think themselves 
well informed were he to announce that he intended to 
return the railroads to their owners as of January 1, there- 



























































by making the period of government control just one year. 


“I think the administration should seriously consider the 
advisability of returning the railroads to their owners on 
January 1,” said Director Prouty of the Division of Public 
Service and Accounting, when asked if he had any idea as 
to what recommendation had been made to the President or 
what recommendation the President would make to Con- 
ress. 

: ‘If it is desired to give a thorough test to government 
operation the twenty-one months allowed by law are not 
sufficient,’ he continued. “Additional legislation would 
be needed to afford such‘an opportunity. There is no prob- 
ability of legislation during the coming session of Con- 
gress. The war is over and serious consideration should 
be given to the advisability of returning the railroads to 
their owners on January 1.” 

Mr. Prouty has never favored government operation. He 
is, however, one of those who have had an idea that such 
a solution would be forced on the country. That was his 
idea while a commissioner and nothing has hapuened or 
been done to cause a change of view. 

It is a conviction at the Railroad Administration among 
those subordinate to the Director-General that the Railroad 
Administration has made a recommendation to the Presi- 
dent on the subject of legislation. It is known, for in- 
stance, that the President asked every administration and 
board, soon after the signing of the armistice, to make 
recommendations to him on which he could base advise to 
Congress as to what should be done by, with or for the 
wartime agencies. 

But the recommendation, if made, 
Director-General and not his advisers. They have told him, 
itis believed, what they think should be done. But if the 
subordinates have made such recommendations and have 
discussed them in what they call the staff meetings, it is 
not certain that Director-General McAdoo has transmitted 
their views to the President or that their thoughts have 
influenced him at all in the recommendations he has made. 
The Railroad Administration staff held a long consulta- 
tion November 26. Inasmuch as the Director-General was 
was then in Atlanta, whatever the members of the staff 
may have recommended, if it has been placed before his 
eyes, had to go by wire or mail. 

Director-General McAdoo is expected back in Washington 
some time November 30, although he may not arrive until 
the next day. That would enable him to place before the 
President a written communication embodying his final 
views as to what the President should-say to Congress. 

It is fair to assume that Mr. McAdoo has not changed 
his mind since the passage of the federal control act. At 
the time Congress dealt with that subject he was opposed 
to any time limit within which the railroads would have 
to be returned to their owners. In other words, less than 
a year ago he favored government operation for an unlim- 
ited period. Had Congress agreed with him there would 
hot now be any question as to what the Railroad Admin- 
istration or the President thought should be done. The 
law would provide for a continuance, in time of peace, of 
government operation, “until otherwise ordered” by Con- 
gress. The believers in government operation or govern- 
ment ownership were defeated on that point, notwithstand- 


is the work of the 


_ing that compliance with the views of the President was 


then almost the unvaried practice of the lawmaking branch 
of the government. 


It vould not be at all shocking, then, if Direcor-General 
McAiioo should advise’ the President along the lines of 


ot ‘tor Prouty’s talk—that is to say, if Congress does not 
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ditions, then, the war being over, the railroads should be 
returned to their owners as of January 1. 

In other words, it would not surprise those who have 
thought on the subject, if the President should say to Con- 
gress in effect: “A year ago, nearly, I asked for unlimited 
power for an unlimited period to try government operation. 
You did not give it to me. Therefore, I now suggest that, 
unless you do give me power, perhaps not unlimited for an 
unlimited period, but certainly for-more than twenty-one 
months, I am minded to turn these properties back to their 
owners four weeks hence and let them and you struggle 
with the problems of immediate readjustment, or avoid that 
trouble by giving me permission to mature a plan in such 
time as I think is needed to enable me to give a ma- 
tured judgment on the matter.” 

The Director-General’s resignation is effective on Janu- 
ary 1, if the President so desires. The return of the rail- 
roads to their owners could be made effective on the same 
day and thereby force on the divided house of railroad 
operators and railroad security holders the task of taking 
care of a situation that is not as rosy, from the point of 
view of the public or of the owners of the railroads, as 
might be inferred from the “press notices” prepared by 
Theodore H. Price, the Railroad Administration’s ‘“actu- 
ary,” or the humbler men whose names are-not attached to 
the reports that have been daily ground out for the in- 
formation of those who have to pay the bills incurred for 
the operation of the railroads. 

That there is a divided house on the railroad side of the 
question may be known from the fact that Samuel Rea 
and S. Davies Warfield are engaged in a newspaper con- 
troversy on that subject. Mr. Rea is of the family of rail- 
road men who are suspected of believing this is a good 
time for the owners to unload on the government, either 
directly or indirectly, through the creation of six or seven 
federally-incorporated railroads, each operating in what is 
now a region presided over by a Railroad Admiuistration 
director, with a guaranteed return to each for perfoming 
the common carrier service in the particular region. 

Mr. Warfield and his association are believed to be of the 
idea that the railroads could be operated at a profit to their 
owners if the act to regulate commerce were amended so 
as to allow the railroads to operate in a way that would 
give them the benefit of pooled tonnage, unified terminals 
and supervised issues of stocks and bonds. 


The groundwork for a distinct division between railroad 
operators like Samuel Rea and A. H. Smith on one hand 
and bankers representing the security holders on the other, 
has been laid. It is not only possible, but probable, that 
the shippers may be drawn into it. 


There are two ways for the owners of the property to 
procure its return. The first is by application to the Presi- 
dent. He has power to return it to them without any 
action on the part of Congress. The other is to apply to 
Congress for a change in the federal control law so that 
the period in which the railroads may be held will be re- 
duced from twenty-one months after the exchange of ratifi- 
cations of a peace treaty to whatever term less than that 
may be desired? 


The Warfield faction among the owners is inclined to go 
to Congress. It has been able to negotiate with the Rail- 
road Administration only in a tenuous sort of way, the © 
Administration confining its attentions laregly to the 
Thom committee, as representing the party of stock own- 
ers which selected the officers in the period before control. 

Should the President tell Congress he intended to return 
the railroads on January 1 or any other near date, it would 
be necessary for the owners to formulate some plan, either 
for legislation or for financing, because, according to gen- 
eral understanding, the financial affairs of the companies 
are not in condition, without help from the Treasury, to 
go on with the ordinary operations in the ordinary way. 
The Railroad Administration has not paid the rent in full 
to all companies. It has the surplus funds of some of them 
and if the physical properties were returned there might 
not be enough money in the tills of some of them to con- 
tinue operating and paying bills on time. 

Among the lawmakers who haye studied the railroad 
question there seems to be no clearly defined attitude. 
Senators Cummins and‘Norris are working on bills squint- 
ing at a larger measure of control. Some senators may 
prepare drafts of bills amending the act to regulate com- 
merce so as to enable the regulating body to assure the 
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public of a continuance of all the good that was accom- 
plished during government control. In a large way of 
speaking, there is nothing the Railroad Administration 
has accomplished that could not have been done by the 
Commission, it is believed, if Congress had given it the 
power to allow the pooling of tonnage, the joint use of 
terminals and the issuance of stocks and bonds. The last- 
mentioned power, it is believed, is more needed for the 
protection of well managed roads than for the protection of 
the investing public. By the power over stocks and bonds, 
the Commission could prevent the construction of compet- 
ing roads intended only to be sold to the well managed 
and the construction of industrial roads only intended to 
force divisions from trunk lines. 

A final conference between the President and Mr. Mc- 
Adoo on railroads is expected November 30, when the 
_ Director-General is due in Washington. ‘Just how the next 

move, if any, is to be made waits on them. Everybody 
is at a standstill. The Commission thus far has not 
shown any inclination to comply with the request of the 
Railroad Administration to hold hearings on the mileage 
class scales. Opponents of the Administration in Congress, 
except for the introduction of the Cummins bill restoring 
full power over rates to the Commission, have done noth- 
ing. 

Congressmen and commissioners, without saying so 
openly, by their attitude are asking the President and the 
Administration what they propose doing about the situation 
created by the reversal at the pools and the opposition 
shown by shippers to every proposal put forward by the 
Administration, especially the class scales. 

There has been an intimation that shortly the Adminis- 
tration will make public the salary roll of the chief execu- 
tives. It is understood, but not confirmed, that the mem- 
bers of McAdoo’s staff are paid $25,000 a year and that 
Regional Directors Smith, Aishton and possibly one other 
are paid $50,000, the others receiving $40,000. 





THE McADOO RESIGNATION 


The Trafic World Washington Bureau. 


There is as yet nothing approaching definite information 
as to who will be appointed by the President to succeed 
William G. McAdoo as Director-General of Railroads, from 
which office, without any previous intimation to the public, 
he resigned at the same time he resigned as Secretary 
of the Treasury, the announcement being made Friday 
night, November 22. Neither is there any information as 
to any possible reason for his retirement other than the 
reasons given in his letter of resignation, though specula- 
tion has been busy to discern some ulterior motive. 


Suggestions cover the range between family trouble with 
his father-in-law, the President of the United States, to 
a desire to get out of public life so that he may groom 
himself as a candidate for the presidential nomination. 
One suggested reason—stated in a tone of authority by 
the Providence Journal—is that he disagreed with the 
purpose of the President to impose government ownership 
or control on all public utilities, though that, of course, 
would not account for his resignation as Secretary of the 
Treasury, unless his disagreement with the President 
went to the point where it was unpleasant for him to sit 
in the cabinet. 

Government ownership advocates appear to be back of 
a report that he resigned because Congress did not give 
sufficient opportunity for making a real test of government 
operation of railroads. There might be a slight basis for 
that in view of the fact that Director-General McAdoo was 
understood to be disappointed because Congress. insisted 
on limiting the period of government control to twenty- 
one months after the war. He wanted no limit. Leaders 
in Congress, however, insisted on a limit for the very 
reason that they were really opposed to government op- 
eration and regretted somewhat having enacted a pro- 
vision in the army appropriation bill of 1916 authorizing 
the President to take over the railroads in time of war 
or other national emergency. 

One thought has been that if the President should not 
designate another Director-General of Railroads, Newton 
Baker, Secretary of War, would ex officio become the 
head of the Railroad Administration, though perhaps few 
remember that the law of 1916 authorizes the Secretary 
of War to take over the railroads. Railroad Administra- 
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tion lawyers, however, deny that this would be true. They 
say the law of August, 1916, in so far as the management 
of the roads taken over is concerned, has been wholly 
superseded by the federal control law. 


McAdoo-Wilson Correspondence. 


The correspondence between the President and Director 
General McAdoo is as follows, Mr. McAdoo’s lette: being 
given first: 
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November 14, 1918, 





Dear Mr. President: 

Now that an armistice has been signed and peace is assured 
I feel at liberty to apprise you of my desire to return, as soon 
as possible, to private life. 

I have been conscious, for some time, of the necessity jor this 
step, but, of course, I could not consider it while the country 
was at war. 

For almost six years I have worked incessantly under the 
pressure of great responsibilities. Their exactions have drawn 
heavily on my strength. The inadequate compensation allowed 
by law to Cabinet officers (as you know I receive no compensa- 
tion as Director General of Railroads) and the very burdensome 
cost of living in Washington have so depleted my personal re- 
sources that I am obliged to reckon with the facts of the 
situation. 

I do not wish to convey the impression that there is any 
actual impairment of my health because such is not thé fact, 
As a result of long overwork I need a reasonable period of 
genuine rest to replenish my energy. But more than this, | 
must, for the sake of my family, get back to private life to 
retrieve my personal fortunes. 

I cannot secure the required rest nor the opportunity to look 
after my long neglected private affairs unless I am relieved 
of my present responsibilities. 

I am anxious to have my retirement effected with the least 
possible inconvenience to yourself and to the public service, but 
it would, I think, be wise to accept my resignation now, as 
Secretary of the Treasury, to become effective upon the appoint- 
ment and qualification of my successor so that he may have 
the opportunity and advantage of participating promptly in the 
formation of the policies that should govern the future work of 
the Treasury. I would suggest that my resignation as Director 
General of Railroads become effective January 1, 1919, or upon 
the appointment of my successor. 

I hope you will understand, my dear Mr. President, that I 
would permit nothing but the most imperious demands to force 
my withdrawal from public life. Always I shall cherish as the 
greatest honor of my career the opportunity you have so gen- 
erously given me to serve the country under your leadership 
in these epochal times. Affectionately yours, 

W. G. McADOO. 


21 November, 1918, 
























My Dear Mr. Secretary: 

I was not unprepared for your letter of the fourteenth because 
you had more than once, of course, discussed with me the cir- 
cumstances which have long made it a serious personal sacri- 
fice for you to remain in office. I knew that only your high 
and exacting sense of duty had kept you here until the im- 
mediate tasks of the war should be over. But I am none the 
less distressed. I shall not allow our intimate personal relation 
to deprive me of the pleasure of saying that in my judgment 
the country has never had an abler, a more resourceful and yet 
prudent, a more uniformly efficient Secretary of the Treasury; 
and I say this, remembering all the able, devoted and distin- 
guished men who preceded you. I have kept your letter a 
number of days in order to suggest, if I could, some other solu- 
tion of your difficulty than the one you have now felt obliged 
to resort to. But I have not been able to think of any. I can- 
not ask you to make further sacrifices, serious as the loss of 
the Government will be in your retirement. I accept your resig- 
nation, therefore, to take effect upon the appointment of a suc- 
cessor, because in justice to you I must. 

I also, for the same reasons, accept your resignation as 
Director General of Railroads, to take effect, as you suggest, 
on the first of January next, or when your successor is ap- 
pointed. The whole country admires, I am sure, as I do, the 
skill and executive capacity with which you have handled the 
great and complex problem of the unified administration of 
the railways under the stress of war uses, and will regret, as 
I do, to see you leave that post just as the crest of its difficulty 
is passed. 

For the distinguished, disinterested and altogether admirable 
service you have rendered the country in both posts, and 
especially for the way in which you have guided the Treasury 
through all the perplexities and problems of transitional finan- 
cial conditions and of the financing of a war which has been 
without precedent alike in kind and scope I thank you with 4 
sense of gratitude that comes from the very bottom of my 
heart. Gratefully and affectionately, . 

WOODROW WILSON. 


Who Will Succeed Him? 


One suggestion is that the President may try what was 
urged on him before Mr. McAdoo was appointed—namely, 
putting the administration of the carriers in the hands o! 
the Commission, without designating any particular mal 
to act as chief executive officer. That was Commissione! 
McChord’s idea and McChord has been able at times t0 
get his ideas into the President’s head, which has nol 
always been an easy task. Mr., McAdoo, realizing thal 
there would be questions as to whether the real reasol 
for quitting had been given, suggested, in talking of his 
resignation, that before any of the men with whom he 
was talking wrote anything of that kind, ask himself one 
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question, “Has McAdoo ever double-crossed me?” Mr. 
McAdoo, among newspaper men, has the reputation of be- 
ing a truth-teller. 

If the President were appointing a Director General on 
the strength of manifestations in behalf of candidates for 
the place, C. A. Prouty would probably be regarded as the 
most likely candidate. Representations in his behalf have 
been made by senators, some shippers and some members 
of McAdoo’s cabinet. Nobody, however, has any idea as 
to what the President will do. 

Not even the President’s political enemies believe he is 
thinking of inviting insurrection in Congress by, appoint- 
ing anyone wholly unsatisfactory to shippers. Mr. Prouty 
has talked some with his friends. One of the points made 
by him is that the man who follows Mr. McAdoo will have 
a much harder task than the retiring Director-General, 
pecause of the high level of rates and wages, all other 
prices showing a tendency to come down. 

Considerable of the gossip at the Railroad Administra- 
tion turns to Walker D. Hines for the place. His appoint- 
ment would be unsatisfactorv to shinpners. They would 
prefer Mr. Prouty, C. C. McChord, or W. A. Wimbish of 
Atlanta. q 
* Many railroad men believe Walker D. Hines has a good 
chance of succeeding McAdoo, though they admit that 
John Skelton Williams and C. A. Prouty are making a 
stiff fight for what many think will be a thankless task. 
Williams is with McAdoo on his southern inspection trip. 
Friends of Commissioner McChord are working as hard 
as any, and if the President is thinking of naming a man 
fot obnoxious to shippers by reason of his connection 
with the Railroad Administration, and who is qualified, 
Mr. McChord will probably be near the top of the list. 

Although the President is not credited with ever paying 
much attention to representations made to him in connec- 
tion with appointments, efforts, it is believed, will be made 
to bring to his attention the fact that Director Prouty, of 
the Division of Public Service and Accouning, is the one 
man in the Railroad Administration who has a fair share 
of the confidence of both the shipping public and railroad 
operating officials. It may be suggested to him that if 
there is to be a fair test of government operation of rail- 
roads, under conditions other than those caused by war, 
now is the time to have it made and that Mr. Prouty is 
the man who has these outstanding qualifications. He 
knows the policies in effect now and the reasons therefor, 
because he has been present and helped in the discussions 
that preceded their formulation and he has the confidence 
of the two great divisions of the public that formulate 
what is loosely called the “railroad problem.” He is com- 
mitted to the policy of making a fair test of government 
operation. Above all else, he has no political ambitions. 
He is not a member of the party now in control of the 
government. 

Franklin K. Lane, regarded as another possibility, is like 
him in his lack of political ambition, having been born 
in Nova Scotia and being ineligible to become President. 
But Mr. Lane has been out of direct touch with the work 
of the Commission for six years and never at all in touch 
with the policies on which Director General McAdoo 
worked. Both-are fearless men. Neither would allow him- 
telf to be held up for a second by a labor leader, nor 
hesitate to apply the law of conspiracy to a brotherhood 
that ordered a strike because of disagreement about wages 
or working conditions. 

John Skelton Williams is director of the division of 
finances and purchases and comptroller of the currency, 
He is not favored by anyone who knows the need is of a 
head who will bring the shippers and state commissioners 
Into co-operation with himself. Mr. McAdoo ignored both 
State commissioners and shippers to such an extent that 
they are now more or less unwilling to credit him with a 
desire to have things move smoothly. John Skelton Wil- 
liams, it is believed, might be even worse than McAdoo on 
that score. 

John Barton Payne, the legal adviser of the Railroad 
Administration, has not come much in contact with the 
Shippers. All they know about him is the strained con- 
structions placed upon decisions of inferior courts, in the 
Matter of reparation, in what seemed to them like a de- 


termined plan not to make reparation on anything, except 


most slaring errors of tariff publication. He is the man 
Whose circular suggested -that coal is shipped in open-top 
tlipment for the convenience of shippers and therefore 
the czrriers should not be required to make reparation 
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when there is loss by pilferage or because some of the 
coal has been shaken off the top of heavy loads. His 
appointment would cause an energetic protest at the 
capitol and probably a determined effort to have all laws 
authorizing the taking over of railroads or their opera- 
tion repealed because the views that have been credited 
to him, in the matter of claims and reparation, do not 
set well with those who pay the major cost of railroad 
operation. 

That no one apparently has an idea as to the identity 
of the successor to Director General McAdoo is true, not- 
withstanding that the President, for a week before the 
correspondence was made public, knew that Mr. McAdoo 
intended retiring. There was some shivering on the 
theory that any uncertainty in respect to control of the 
railroads would have a deleterious effect, but Mr. McAdoo 
will remain in charge uftil a successor has been named. 

Immediateky after the announcement of the resignation, 
a discussion sprung up as to the possibility of a contest, 
with the President as the umpire, between the advocates 
of government ownership, and those opposed to further 
indulgence in that kind of luxury. Ideas of all kinds were 
freely put forth by public men (but not for publication in 
connection with their names), not one of whom stood the 
slightest chance of being asked to advise the Preoident 
on the subject. The names of Associate Justice Brandeis, 
Charles A. Prouty, Secretary Franklin K. Lane, Postmaster 
General A. S. Burleson, Fuel Administrator Garfield, Food 
Administrator Hoover, Interstate Commerce Commissioner 
McChord, former President Taft, Assistant Director Gen- 
eral Walker D. Hines, John Skelton Williams and Director 
Chambers were used in the speculation concerning the 
place. Everybody was free to use the name that occurred 
to him, because apparently President Wilson and Director 
General McAdoo were the only persons who had talked 
on the subject. 


The Task Left by McAdoo 


Mixed with the speculation as to the successor was a 
little inclination to suggest that Mr. McAdoo, in retiring 
now, is getting from under, leaving his successor to deal 
with a trying situation, in the creation of which the suc- 
cessor had no part. The public, it is suggested. will not 
think of the huge bill that will have to be paid for the 
luxury of government operation as having been incurred 
by Mr. McAdoo and his assistants. They will be inclined 
to think the successor caused it. 


That bill will be somewhere between $400,000,000 and 
$600,000,000, in addition to the bill caused by the advanced 
freight and passenger rates. The part of the bill caused 
by higher rates has been and will continue to be paid by 
the particular class of the public known as shippers. The 
rest of the bill will be paid out of the treasury. The ad- 
vances in rates, it has been roughly estimated, will entail 
a cost of about $800,000,000. The greater part of that sum 
will be absorbed by the increases in wages. 

Whether it was necessary, to enable the railroad em- 
ployes who are members of the four big brotherhoods to 


_live, during the war, to give them as large advances as 


did come to some of their members is a question about 
which there will be much debate. Engine drivers, before 
the advances were made, were receiving on an average 
about $5.40 a day. All employes receiving less than $250 
a month were put in a: class , the members of which were 
eligible to receive advances in wages 


Whether it is fair to say that the bill of between $400,- 
000.000 and $600,000,000, which must be paid,™is attrib- 
utable in whole to government operation, is also a ques- 
tion that is debatable. The fact is that there will be a 
big bill, in addition to the extra cost caused by advanced 
rates, that must be paid out of the treasury. Part of the 
next liberty loan will have to be used to pay it. 


If the railroads had been eft in the hands of their own- 
ers, the owners might have had to pay even larger bills, 
but it is believed that there would not have been as large 
advances in wages as the government has allowed. The 
owners would simply have had to say they could not pay 
the wage scales that were putin. The brotherhoods might 
have gone on strike and thus prevented the movement of 
supplies to the armies. The station and shop employes 
might have taken other jobs and thus left the railroads 
without labor with which to keep themselves in operating 
condition. Nobody knows. 


The fact that cannot be explained away by any reason- 
ing or excuses is that, while rates and fares were ad- 
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vanced pretty close to 40 per cent for the last half of the 
year, the money resulting from that advance will not be 
large enough to make the railroads, the first year of gov- 
ernment operation, self-supporting. Self-support was the 
target at which Director -General McAdoo was aiming. 
When General Order No. 28 was put out the estimate was 
that government operation would call for the expenditure 
of about $750,000,000 more than under private control. 
Therefore the desire was to raise about $800,000,000 more 
than the year before. 


Unless the first nine months of the current year were 
not fair indicators as to what might be expected for the 
whole year, the increase in revenue will be disappointing. 
Instead of $800,000,000, the higher rates will raise only 
about $732,629,000 during the year. The operating rev- 
enue increased during the nine months only $570,103,000. 
The expenses increased $769,142,000. The economies that 
have been talked about are petty trifles in comparison 
with the big items of added expense. 

Since the beginning of the year not one reparation has 
been made. The operating revenue, during the nine 


months, in round figures, was $217,000,000 less than during - 


the corresponding nine months of 1917. As an operating 
proposition, therefore, the Railroad Administration, not- 
withstanding the big advance in rates, has not been ‘as 
successful as private operation. The operating ratio ran 
up, during the nine months, in comparison with the nine 
months of 1917, from 70.09 to 80.81. That is to say, under 
private operation, out of every dollar taken in from the 
public, the private control saved nearly thirty cents for 
the payment of dividends, interest and so forth, while un- 
der government operation the margin was only a little 
more than nineteen cents. 

In September, the last of the nine months’ period under 
discussion, the condition was more favorable to govern- 
ment operation. Out of each dollar taken in, the govern- 
ment operators had 24.08 cents left for the payment of 
dividends and so forth. During September, 1917, the own- 
ers of the property had 31.91 cents out of each dollar left 
for the payment of such things. 


The owners of the railroads do not suffer these losses. 
They are to receive just compensation, or just plain rent 
for the use of their property, the average of the operating 
income for the three-year period ending with June 30, 
1917, plus something for the investments made during the 
last half of 1917. The average operating income for all 
the railroads in the country, good, bad and indifferent, in 
round numbers, was $945,000,000. 


That sum, however, is not the total that will be paid 
for the use of the railroads. The roads that had no op- 
erating income must be paid something, because, while 
they made no profit, the law is not such that the govern- 
ment can take charge of the non-profitable property and 
operate it without paying the owner something for the 
use of it and that something is usually about six per cent 
on the investment, regardless of its market value. The 
contract with the B. & O. is about completed. It is a divi- 
dend paying road, yet on account of abnormalities in its 
situation, it is to be paid more than the average of the 
operating income for the three-year period. There are 
dozens of cases like that, each calling for an addition to 
the rent bill of $945,000,000. 

How much more than $945,000,000 per annum the gov- 
ernment is to pay for the privilege of operating the prop- 
erties, and incidentally making less out of them than their 
owners, nobody knows. The amount has been estimated 
as high as $250,000,000 and as low as $50,000,000. If it is 
only $100,000,000, and nothing is paid on claims or as 
reparation, the additional bill will be just about $400,000,- 
000, assuming that the one-fourth of the year remaining 
after September will be a little better than the first nine 
months and there are no increases in wages, other than 
those already decreed for the railroad telegraphers. Those 
are violent assumptions, because the brotherhoods have in 
a demand for time and a half for overtime. The station 
agents that are not telegraph operators are pressing a 
claim and the express employes, by implication, have been 
promised increases. 

It is admitted that the man who takes up the task where 
McAdoo puts it down is going to have a harder one than 
McAdoo in many respects. There will not be unlimited 
money at his disposal, even if the new Secretary of the 
Treasury is also Director General. The Treasury, it is 
generally figured, is going to have trouble floating loans, 
now that the glamor of war is» over and the sordid 
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squabbles of the nations fighting for democracy cre q 
the point of being exposed, to a limited extent at least, 
to the public view. 


The public has not been informed as to the condition 


of the $500,000,000 revolving fund. The general indey. 
standing is that it is showing an inclination to become 
emaciated because the margin between income and ey. 
pense is decreasing. If the railroads up to this tinie had 
received the rent guaranteed to them by the federél cop. 
trol law, the revolving fund would be at a standstill, up. 
less the treasury had contributed to it. 

At present the government is operating the railroads at 
the expense of the owners, not at the expense of the treas. 
ury. That is to say, the rent has not been paid in full, 
Money enough has been. given to most of the railroads 
to pay their usual dividends, but the Baltimore & Ohi 
is a notable exception to that rule. The fact is that’ com. 
pany has not had the money wherewith to pay, regardless 
of the reason for the delay. 

The incoming director general must figd a way to carry 
out the government’s obligations to the owners of the rail- 
roads. According to those who opposed the passage of 
the federal control bill, the government agreed to pay a 
larger rent than it should have said it would pay. 

How the financing wil] be done, no one has suggested. 
An ordinary employer might call a conference of his em- 
ployes and ask them which course they preferred to take 
—a reduction in wages or indefinite furloughs with the 
possibility of having to face the fact that other men were 
willing to work for lower wages. Railroad employes, 
however, especially the brotherhoods, have been misled 
into believing the railroad companies are rich and can 
stand any advances in wages their consciences permit 
them to demand. The general public also has been misled 
into believing there has been so much stock watering and 
other kind of financial trickery that, if the railroad com- 
panies are not rich, it is by reason of the trickery and not 
by reason of any economic fact. The truth, it is believed, 
is the financial crookedness has been so small in com- 
parison with the whole amount of investment that it is 
really ridiculous to count the crookedness as a factor. 
~ On account of the misbeliefs ofthe railroad employes 
and the uninformed public. it is believed economies of 
that kind are almost out of the question. In other words, 
it is almost impossible for the incoming director general 
to persuade the employes that, the war being over, they 
should think seriously before deciding that there could be 
no economies of that kind, and that the treasury would 
have to bear the burden alone—even if it has trouble in 
raising the money. . 

Another bill that will have to be paid is that for putting 
the properties in as good shape as they were when the 
government took them over. No one contends they are 
in as good shape as when they were taken over. They 
may be brought up during the next five or six months, 
because, as pointed out by McAdoo in a statement issued 
November 22, coincident with the announcement of his 
resignation, authorizations totaling $909,000,000 for the re- 
mainder of this year and next have already been made 
and not a dollar.spent on them. 


Tag Day for McAdoo? 


Employes of the Wabash and the Missouri Pacific at 
St. Louis November 25 wired to Director-General McAdoo 
Saying they pledged themselves for $2,000 a month as 
part of his salary. “We are opposed to your resignation,” 
they said,” and are heartily in sympathy with your finat- 
cial straits.” ot 

“I’m glad somebody appreciates my financial condition,” 
said Mr. McAdoo. 

The telegram from the railroad employes is easily ul 
derstood. Mr. McAdoo’s wage increases put the wage 
basis away above the dreams of labor leaders in pre-war 
days. Their followers desire to retain war wages. Mr. 
McAdoo is regarded as a man who can and will stand 
for them in peace time. He is expected to approve the 
demands for advances of express. employes calling for 
more than thirty millions increase in the total wage bill, 
thereby putting the express company into a deficit of 
between twenty and twenty-five millions. That is 2 sul 
the express company cannot stand, operating without 
the help of the Treasury. 

Demands of railroad employes for a continuance of the 
war wage level in peaee times presents to shippers 4 
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sericus question as to whether they can stand war rates 
when prices of their products show a tendency to go down. 

Mr. McAdoo intimated at Atlanta, November 25, that 
he is considering making a public statement of his views 
on the question of government ‘ownership of- railroads 
and other public utilities. 

“I have wanted,” he said, “to get all the practical ex- 
perience possible before making up my mind as to just 
what is the most advantageous thing to be done. When 
Iam ready with my conclusions I may have something 
to say as- to what I consider the most feasible solution.” 


WALTER’S NEW JOB 


The Trafic World. Washington Bureau. 


Luther M., Walter has not resigned as assistant to Di- 
rector Prouty. He has, however, expressed a willingness 
to join the staff of attorneys retained by the Association 
of Owners of Railroad Securities. That arrangement was 
made before the resignation of Director-General McAdoo, 
although the announcements were made at about the same 
time. His idea was that, inasmuch as the war is over, his 
obligation-to help in the operation of the railroads is over 
and, as a lawyer, he is free to resign from the Railroad 
Administration to serve as attorney in the negotiations for 
the return of the property to its owners. His thought was 
that he would resign about December 15. 

But if there is a possibility of Director Prouty being 
retained as Director-General to make a real test, free from 
war conditions, of government operation, Mr. Walter is 
willing to remain and help make that test, although he 
came to Washington primarily to help in the operation 
under war conditions. Shippers know that the policies of 
ihe Railroad Administration have not been such as to 
make Director Prouty’s and Luther M. Walter’s places the 
most desirable on earth. In fact, at times they have seemed 
to be between the upper and the nether millstones. Under 
such an administration as Director Prouty would give 
Walter would be willing to try his hand at government 
operation and defer his efforts to have a return to the 
owners. 

The Association of Railroad Security Owners is distinct 
from the committee of railroad executives, the lawyer head 
of which is Alfred P. Thom. The security owners made 
some suggestions as to.the form of contract between the 
government and the railroads, but Mr. Thom and his asso- 
ciates advised their clients, the corporate officials of the 
railroads, to accept the terms of the contract offered by 
Mr. McAdoo, while Samuel Untermeyer, then counsel for 
the association, indirectly advised them to-reject it. Mr. 
Thom advised acceptance on the ground that the contract 
was the best that could ‘be had, not because the contract 
was satisfactory to him and his associates. 

It is suspected that there will be closer co-operation 
between the two hodies in efforts to obtain the return of 
the property than in the framing of the contract, although 
there is no assurance that there will be. 


FOR RETURN OF RAILROADS 


New York, N. Y., November 24.—Prominent lawyers, 
headed by Elihu Root, were named as advisory counsel to 
the National Association of Owners of Railroad Securities 
by the executive committee at a meeting Friday night. 
Luther M. Walter, assistant director public service and 
accounting, U. S. Railroad Administration, becomes one of 
general counsel, with Samuel Untermeyer and B. H. Inness 
Brown. The lawyers who will serve with Mr. Root are 
John G. Milburn, New York; John S. Miller,-Chicago; For- 


ney Johnstone, Birmingham, Ala., and Hugh L. Bond of 


Baltimore. The chairman of the executive committee and 
chairman of the association, S. Davies Warfield, in an- 
houncing the advisory and general counsel, made the fol- 
lowing statement: 

“This action by the committee is the result of meetings 
heretofore held in relation té the return of the railroads 
under the federal control act, which provides not only 
for their operation by the government ‘during the period 
of the war,’ but also that they shall be returned within 


‘a reasonable time thereafter,’ giving as the maximum 


twenty-one months. 
“The war has ended. The objects for which the rail- 
toads are now to be operated by the government is a 
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who own or are interested in their securities, as it is also 


to the shippers, the traveling public, and to the country. 


“The methods employed by the Railroad Administration 


up to this. time may be contended to have been necessary 
for the purposes of war. What is done from now on, how- 
ever, must be taken as indicating the railroad policy of 
the administration. Is it proposed to carry out the inten- 
tion of Congress as expressed in the federal control act 
and return them ‘within a reasonable time,’ with each rail- 
road, in the wording of the act, ‘in substantially as com- 
plete equipment as it was at the béginning of federal con- 
trol’ or is it intended to use them‘ for laying the founda- 
tion for permanent government control and operation un- 
der such plans as the present Railroad Administration may 
desire and as the forerunner of government ownership? 

“Congress made no provision in the act for any such 
use of them, but, on the @ontrary, it specifically provides 


‘for their return. 


“There is first to be decided the time of such return. 
The twenty-one months is now allowed by Congress for 
their exploitation. It was given in order that their affairs 
might be adjusted for their return. Under the policy now 
being pursued, charges incident to so-called unification are 
piling up against the roads, which will be difficult for them 
to repay. { 

“The policy in force is destructive of their individual 
credit. .Furthermore, present conditions cannot continue 
without obliteration of railroads as individual going con- 
cerns. If they are to be returned as Congress intended 
and provided they should be, this cannot be carried out 
under methods which are destructive of the very facilities 
which have been built up by the expenditures of millions 
of dollars for the promotion of enterprise and convenience 
of business and the public. The most potent factor in our 
reconstruction for upbuilding and extending our industrial 
and agricultural life will be the railroads loosened from 
their present entanglements. 


“Comprehensive plans for strict governmental regula- 
tion, which shall include supervision of security issues, 
must be studied. They are to be decided upon by Congress 
and should be worked out co-incidentally with the opera- 
tion of the roads by the government to the end that was 
intended by Congress, that they shall be returned as pre- 
scribed and not conducted so as to add to their financial 
obligations, such sums, in many cases against the protest 
of their corporate managements, as the railroads will be 
unable to repay. 

“The association will have some suggestions to offer 
in relation to plans for their return which must give equal 
protection to the shippers, to labor and to the owners of 
railroad securities. With this in view, the association has 
named an advisory counsel and has added to the general 
counsel the well-known lawyers mentioned. 

“Phe questions involved are now at ‘issue. They are 
of great magnitude and far-reaching in result, not only 
in respect to the railroads, but also as regards all indus- 
trial and business life. This association will ask for an 
early decision as to the status of the railroads, securities 
of which it represents to the extent of nearly $5,000,000,- 
000.” 


In a later interview, Mr. Warfield said: 

“In response to many inquiries made by telegram, letter 
and otherwise, coming from the press, from shippers, from 
individuals and security holders, and in number impos- 
sible to make reply otherwise than by public statement, 
it seems necessary that such statement be made. 

“The railroads must be returned under plans which 
shall 

“1. Protect alike the shipper, the traveling public, labor 
and the security owner. 

“2. Provide adequate means for governmental regula- 
tion, including supervision of railroad security issues. 
The Interstate Commerce Commission is the authorized 
agency to which this will be likely intrusted. Legislation 
by the Congress is necessarily required for the direction 
of that Commission, if continued by the Congress, as the 
regulating body. 

“3. Provide for the retention of such methods of ad- 
ministration as may have been found to be effective dur- 
ing federal control, such as joint. use of important ter- 
minals; but increase rather than diminish the advantages 
to be secured from individual initiative. To concentrate 
to the extent of its destruction and to limit reasonable 
competition essential to constant and continuing improve- 
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ment of service, will retard business, industrial and agri- 
cultural growth essential during reconstruction and there- 
after. It is not difficult to limit the extent to which this 
shall go. 

“4. Provide for taking care of the obligations to the 
government of each railroad incurred or to be incurred 
during the continuance of federal control. The railroads 
cannot be returned with their credit impaired. If it is, it 
will be costly to the shippers and to the public. The 
higher their credit, the cheaper can money be secured by 
them for purposes of hauling freight and passengers. The 
contract made by Director-General Burleson with the 
telephone company provides that its obligations to the 
government shall be paid in twenty years in yearly in- 
stallments. Loans made by the government to the rail- 
roads are made on call. 

“In reply to the question whether the association has 
matured its plans and what will now be done, it may be 
stated that plans have been discussed, but not matured. 
Such plans as may be worked out will be submitted to 
the committtees of the association. This association, 
through its membership, directly and indirectly, by insti- 
tutional and individual membership, represents five billion 
of the outstanding 17 billion dollars of securities of the 
railroads. : 

“It represents through such membership 30,000,000 peo- 
ple of the country of the 50,000,000, nearly one-half of the 
total population, who own or are interetsed in railroad 
securities. Its management is vested in an advisory com- 
mittee of 150 members from 67 cities and 36 states, an 
executive committee of 33 members, an active sub-execu- 
tive committee of nine members, a financial committee 
of 70 named from 34 cities and 30 states, a general com- 
mittee of 15 representing 10 states, many of this latter 
committee being shippers. 

“There are five vice-presidents, one for each of the 
following cities: San Francisco, Chicago, Galveston, Tex.; 
Atlanta, Ga., and Newark, N. J. Any plan that may be 
developed will be finally acted upon by the above-men- 
tioned committees, originating with the sub-executive 
committee in consultation with the advisory counsel of 
the association, who will play an important part in these 
proceedings, and other counsel. 

“What will be done will be also in consultation with 
accredited representatives of the shippers, such as the 
committee of nine recently named at the convention held 
in Cincinnati, of the National Industrial Traffic League, 
which represents trade bodies, and individual and asso- 
ciations of shippers, to the extent of upward of 300,000. 
It should be recognized that the return of the railroads 
ealls for important legislative action by the Congress, to 
provide for their proper and safe return under plans which 
will promote continuing efficiency, protect the various in- 
terests concerned and produce sane methods of regulation. 

“This association, on the faith of the intention and the 
provision made by the Congress, as expressed through the 
federal ccentrol ect. that the railroads will be returned 
within a ‘reasonable time after the war,’ believes that 
its duty to its members demands that it take as prompt 
action as the importance of the subject permits and ren- 
der such service as it can in the solution of problems 
incident to such return. And also to perform its duty 
to the public in order that such plans as may be suggested 
shall make such return permanent. It has no fight to 
make. The questions involved are far too great to ap- 
proach this subject in any such spirit.” 


NINE MONTHS OF FEDERAL CONTROL 


(Bulletin of Bureau of Railway News and Statistics.) 


American shippers paid 9.28 mills per freight ton mile 
in August, 1918, against only 7.19 in August, 1917, an 


advance of nearly 30 per cent; in September, 1918, oper- ~ 


ating expenses of the railways absorbed 75.95 per cent 
of operating revenues, against only 68.37 per cent for the 
same month in 1917, and the American public paid nearly 
$560,000,000 more for inferior service during the nine 
months to Sept. 30, 1918, than it did during the same 
period in 1917. These are the concrete results under 
government control as computed by the Bureau of Rail- 
way News & Statistics, Chicago, from the monthly reports 
to the Interstate Commerce Commission and the latest 
report of freight train operation issued by the federal 
Division of Operating Statistics. 
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The relative figures of.réceipts per freight ton mil» for 
August may be accepted as representative of what they 
will be for the two years in question. In the monih of 
August last, Order No. 28, increasing freight rates, was 
fully operative, while Order No. 27, advancing wages. was 
only partially so, as its scale is being constantly added 
to by supplementary orders. 

The advance in the operating ratio is even more star. 
tling than it appears, for September is naturally a month 
of high revenues and moderate expenses. In the ten 
years prior to 1917 the operating ratio for September 
ranged between 61.25 per cent (1909) and 67.43 per cent 
(1913). 

The tale as to the great increase in the amount paid 
by American shippers and travelers may be told in three 


lines: 
Op. ratio 
Operating Operating in- 
revenues expenses cluding 
(000 omitted). (000 omitted). taxes, 
For 9 months to Sept. 30, 1918, .$3,637,420 $2,948,135 85.29% 
For 9 months to Sept. 30, 1917.. 3,079,191 2,167,019 75.41% 


IN ooo dc aioe pote cteetan $ 558,229 $ 781,126 


That the expenses outstripped the revenues, great as 
they were, is not surprising, for the remedy of advanced 
rates was not applied until the epidemic of higher wages 
had run nearly six months. 

More in detail the income account for the corresponding 
nine months of the two years under review was as fol- 
lows: 

INCOME ACCOUNT OF STEAM RAILWAYS FOR NINE 
MONTHS TO SEPT. 30, 1918. 
1918. 1917. 
Average mileage 260,623 260,013 
Operating revenues from— 

Freight $2,519,831,304 

Passengers 792,921,553 

Mail 41,484,473 

Express 92,047,932 

Other transportation 93,969,823 

Incidental, etc. 94,217,712 

JOimt facility, BRIANCE......ceecesses 2,947,650 


$3,637,420,447 


$2,162,788,494 
629,913,411 
46,765,632 
81,340,132 
86,970,831 
81,413,461 


Total operating revenues $3,079,191, 961 
Operating expenses— 

Mtce. way and structures 

Mtce. of equipment 

Traffic expense 

Transportation expense 

General expense 

Miscellaneous and other............ 

Transport. for investment (credit) 


$ 471,398,456 $ 361,736,028 
_ 801,170,664 517,787,097 
39,777,117 49,978,081 
1,524,912,539  1,143,495,706 
£4,910,701 74,016,323 
29,986,380 20,004,097 


4,020,742 
$2,948,135,115 


689,285,332 
144,166,280 


$2,167,019,332 
912,174,629 
154,909,441 


Total operating revenue . 
Net revenue from operation 
Tax accruals (exc. war taxes) 


Railway operating income $ 545,119,052 $ 757,265,188 
The most disquieting feature of this statement is the 
fact behind it that the vast expenditures for maintenance 
of way and of equipment do not provide the equivalent 
in facilities that half the amounts did a decade ago. 
The railway ccst of living has doubled in ten years. 


RAILROAD FARES REDUCED 


The Trafic World Washington Bureau. 


Effective December 1, Director General McAdoo Novem- 
ber 26 abolished the extra fare of a half cent a mile im- 
posed on users of sleeping and parlor cars, and a quarter 
of a cent a mile on users of tourist sleepers. This reduc: 
tion in fare cuts off revenue amounting to $57,000,000 per 
annum. 

The Director-General’s announcement is as follows: 


“Effective December 1, the additional passage charge 
of 1634 per cent of the normal one-way fare now required 
from passengers traveling in standard sleeping cars and 
parlor cars, and 8% per cent of the normal one-way fare 
required from passengers traveling in tourish sleeping 
cars, will be abolished. This means a reduction of one 
half cent per mile in the fare of passengers using standard 
sleeping or parlor cars, and one-fourth cent a mile in the 
fare of those using tourish sleeping cars. The charge in 
question has served a useful purpose in conserving sleep 
ing car equipment,” 
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CLASSIFICATION HEARING ENDS 
The Traffic World Washington Bureau. 


The longest continuous hearing on any subject ever held 
py the Commission came to an end at 4 o’clock Tuesday 
afternoon, November 26, when Attorney Examiner Disque 
asked L. H. Duncan of Rocky Mount, N. C., whether what 
he had just said was all he had to say. Mr. Duncan said 
it was and then Mr. Disque said: “The hearing is closed.” 
When he did that, the record of testimony respecting Con- 
solidated Classification No. 1 was completed so far as 
plans then in existence are concerned. 


This continuous hearing was begun at Boston August 1 
and continued, without interruption, except to allow time 
for the Commission’s staff to travel from place to place, to 
the day mentioned. Briefs are to be filed not later than 
December 15. Whether there will be oral argument will be 
decided later. 

The proceeding has been under the eighth section of 
the federal control act, which authorizes the Director-Gen- 
eral to call on the Interstate Commerce Commission for 
help as to things he may desire to undertake. A consoli- 
dated classification is one of those things. Long before 
General Order No. 28 was issued or formulated Mr. Mc- 
Adoo directed the classification men to get together and 
produce one book for use throughout the country. Con- 
solidated Classification No. 1 is the result. 

At one time is was reported that Mr. McAdoo had among 
his advisers men who expressed the belief that a consoli- 
dated classification could be made in two or three weeks. 


The adviser who was accused of having said that if he . 


had made any such statement he said it as a joke. Com- 
missioner Clark, who haS charge of tariffs and classifica- 
tions, consulted J. C. Colquitt, in charge of classification 
matters for the Commission, and he estimated that the 
Director-General would be fortunate if he could write up a 
consolidated book in as many months as the joker sug- 
gested in weeks. The estimate about the Commission has 
been that the Director-General would be fortunate if he 
could attain a consolidated classification in nine or ten 
months, even by the use of the autocratic power conferred 
on the President, during the period of federal control, to 
make rates effective on whatever notice he might choose 
to give. 

At this time it looks as if the Director-General would 
be fortunate if he obtained a report on the subject from 
the Commission by January 1, on which date, just for the 
sake of fixing a date, gossips have been suggesting the 
consolidated book might be made operative. If it is made 
operative by that time it will be by the exercise of the 
autocratic power, because it is inconceivable that the Com- 


mission, which has given until December 15 for the filing 
of briefs, can prepare a report and have it in the hands of 
the Director-General in time to make the book operative on 
January 1. 

On the last day of the hearing, paints, steel barrels and 
drums, pressed steel pulleys and state classifications were 


under consideration. William J. Pitt, representing the Na- 
tional Paint, Oil and Varnish Association, was the first 
witness, protesting against increased ratings, L. C. L., in 
the south on whiting, asphaltum, linseed oil in partially 
jacketed containers. J.-E. Kirk, for the southern commit- 
tee, helped out Mr. Steadwell because of his greater famil- 
iarity with the details pertaining to the two kinds of paint 
—earth and chemical. The last-mentioned paints have 
been rated fourth in the south, although the symbol indi- 
cating an advance was not used. 

Clifford Thorne, appearing for the American Petroleum 
League, said he was opposed to any change in the rules 
pertaining to steel oil drums that might increase the ex- 
pense to the users of such containers. He said the changes 
in rule 40 about the marking of drums might have that 
effect. The steel barrel men said they desire to mark 
their product, but that the marking proposed to be en- 
forced would not interfere with the use of the head of a 
drun: by the shipper for his advertising matter. 

W. J. Tomkins, Chicago, traffic commissioner for the 
Steel Barrel Manufacturers’ Association, was the chief wit- 
hess for thé drum makers. He submitted a revision for 
tule 40 that would make it more acceptable to the manu- 
faciurers, because it would conform more nearly to the 
practices of the manufacturers. The revision would re- 
quir> the year of manufacture, name, symbol or trade- 
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mark, gallonage and gauge of steel used in drums made n 
accordance with the I. C. C. specifications for dangerous 
and explosive commodities to be stamped, brazed or sol- 
dered upon the barrel in legible letters not less than one- 
fourth inch in height. The year, gauge and capacity may 
be abbreviated, as 14-58-20, meaning that the drum is of 
14 gauge, that it is of 58 gallons capacity and was made in 
the year 1920. 

Mr. Tomkins’ chief fight, however, was for a rating of 
fifth class on carloads of steel drums, made in accordance 
with I. C. C. specifications, 18,000 minimum at the fifth 
class instead of 16,000 at fourth class. He contended that 
the manufacturers can load 18,000 and that it shall be the 
effort of the association to show how that can be done. 
Some manufacturers cannot do it under the methods they 
now usex Mr. Tomkins said the manufacturers think it 
unjust to impose as high a rating on the heavy barrels or 
drums as is imposed on the lighter. The lighter are rated 
fourth, with a minimum of 13,000 pounds. He said the re- 
lationship in rating between the heavy and light drums 
is really the issue. 

“We are willing to take a 26,000-pound minimum if the 
carriers will agree to furnish suitable cars,” said the wit-. 
ness. : 

C. T. Draper, president of the association, was also a 
witness along the same lines. 

In defense of the 16,000-pound rating at fourth, Mr. Fyfe 
said the carriers were standing pat on it because the whole 
subject had been threshed out at other meetings. Mr. 
Collyer put in exhibits to show that the 16,000 minimum is 
about what the manufacturers can load of the heavy ones. 

At the afternoon session R. C. Jons, appearing for the 
American Pulley Company of Philadelphia, objected to the 
increase in the south from fifth to third on pressed steel 
pulleys, L. C. L. Mr. Steadwell thought such pulleys 
should take the machinery rating, although there is little 
difference in value between a cast and a pressed steel 
pulley. 

The North Carolina commission was allowed to put in 
exhibits tending to show increases running as high as 300 
per cent if the exceptions are cancelled, as it is admitted 
will be the fact in the south, if and when the consolidated 
classification becomes operative. Chairman Lee presented 
J. S. Griffin, clerk of the commission, and W. G. Womble, 
its rate clerk,-as witnesses to file the exhibits. 

The carriers indicated at the morning session of No- 
vember 21 that they are not wedded to the mixing rule 
governing fresh meat and packing house products, but 
are willing to make the changes that testimony indicates 
should be made. This announcement was made by Mr. 
Steadwell, speaking for the three classification commit- 
tees. Later Mr. Collyer said that the desire of the com- 
mittees is to get all the facts before the Commission 
and have it settle the disputes. Their idea is not to 
obtain more revenue, but to establish a proper classifica- 
tion, so as to have the business move freely. 

This announcement was taken as indicating that the 
carriers will seriously consider the O’Hara rules, submitted 
at the Chicago hearing, as the basis for something they 
will submit in place of that which is now in the book. 
The O’Hara suggestion was printed in The Traffic World, 
November 9, page 890. 

Mr. O’Hara, assistant traffic manager for Swift & Co., 
was the only witness on the stand at the morning session 
of November 21. He also had exhibits showing the finan- 
cial effects of the rule carried in the consolidated. They 
are of a piece’ with those submitted by Traffic Manager 
Manker of Armour & Co. and might be expected to con- 
vince the Commission that symmetry and uniformity are 
not desirable if they impose such financial burdens as 
the exhibits say they will. 

At the classification committee hearings of the after- 
noon of November 21 and the whole of the next day, the 
classification committee men and the representatives of 
the packers went over the issues between themselves in 
great detail, the classification men submitting exhibits in- 
tended to offset the elaborate ones presented by W. W. 
Manker and R. O’Hara on behalf of the packers. They 
practically admitted that, as drawn, the rules and mix- 
tures would result in situations they might have difficulty 
in defending. 

Toward the end of the session November 22 the hearing 
practically became a conference between the packers and 
the classification men, the latter saying their desire was 
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to have the facts brought into the record, so that the Com- 
mission can say what shall be done. 

“You gentlemen know there is a large section of the 
public which says the carriers have been giving the pack- 
ers favors,” said Mr. Fyfe. “We don’t like that any 
more than you do. Therefore we take the position that, 
while we may be satisfied that we are right or that you 
are right on a particular contention, it will be better for 
everybody concerned to have the decision made by the 
Commission and not by us, which would be the fact if 
we said, on any particular point, that what you have 
brought forth shows that such and such a change should 
be made.” 

Representatives of the packers, in effect, agreed with 
the position taken by Mr. Fyfe, although they did not 
show themselves as sensitive about the insinuation that 
the packers have received favors from the railroads as 
Mr. Fyfe appeared to be. They took the position that 
there comes a time, in the advance in railroad rates, when 
not even the most efficient packer can pass on the in- 
creased cost of transportation and that when that point 
is reached it is the duty of the carrier to admit that what 


it is doing is to increase the price of meat to the con- 


sumer. 
One of the contentions made by the packers is that in 
the application of rates on mixed carloads the mixture 
shall bear the highést rate of any article in the mixture, 
instead of the highest rating. F 
A rule providing for the application of the highest rate 


. of any article in the mixture to the whole carload will 


remove the possibility of a mixed carload being charged 
second class or higher simply because of a classification 
rating on a particular kind of meat is to be found in 
the book. ‘Traffic managers know <¢here are many 
articles in a classification bearing a high rating which 
never move under the rating, but always on exceptions 
to the classification or on commodity rates. The rule, as 
proposed by the packers, will cause the use of rates in all 
instances instead of ratings, when the rates are lower 
than the rating. 

The session of November 23 was a conference between 
the classification men and the Commission men. They 
went over points brought out at the hearings which were 
shown to be in need of repairing so that the classification 
men would show in their book what they really thought 
they were saying when they sent it to press. A large 
number of changes of that kind will have to be made 
before the book can be presented to the Commission in 
the form necessary to define the issues made at the hear- 
ings. 

Stoves and Ranges 


At the session of November 25 the rules, regulations 
and ratings on stoves and ranges were scheduled for 
consideration. 

Objection was made to fourth elass and a 16,000-paund 
minimum by M. H. Owen, speaking for the American 
Stove Company. He said the manufacturers, including the 
particular company for which he was speaking, prefer a 
20,000 minimum and fifth class rating. The fourth class 
and 16,000 proposal is a reduction in the minimum ac- 
companied by an increase in the rating in Official and 
Western. He submitted a statement in which 18,708 
pounds was shown as the average loading in a 36-foot car. 
The carriers raised a question as to why a minimum 
of 20,000 was desired when the average loading was 
shown to be less than 19,000. The answer was that the 
manufacturers think the higher minimum and lower rat- 
ing a more favorable basis. 

In support Of the last mentioned proposition, Allen W. 
Williams, secretary of the Western Central Association 
of Stove Manufacturers, introduced letters from a large 
number of manufacturers expressing the opinion that the 
higher minimum and lower rating is preferable to the 
lower minimum and higher rating. Mr. Fyfe, by means 
of questions, developed the fact that perhaps the manu- 
facturers who wrote the letters did not understand that 
with cars of larger size the minimum takes a decided 
upward jump and that perhaps when they had considered 
that fact they would change their minds. 

In behalf of- the National Association of Stove Manu- 
facturers, L. B. Boswell submitted photographs showing 
the ways in which stoves and ranges are packed; also 
estimates as to the cost of crating different types, ranging 
from 69 cents to $2.04%, with pine and elm lumber esti- 
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mated at $30 per thousand, as the cost ante bellum, nails 
at four cent and labor at forty cents per hour. Mr. Fyfe 
questioned the accuracy of an estimate of wastage of 
two cents per foot on lumber and the general estimate 
of 26.75 cents for wastage, checking and overhead on 4 
crate, the total cost of which, including the wastage, 
checking and overhead, was estimated at a fraction over 
80 cents. 

The witness asked for-a continuance of R-25 on the 
non-crated stoves and third class on the crated in Official, 
L. C, L. 

Examiner Disque wanted to know what the witness 
thought about the rating in Western L. C. L. 

“Oh, we know Mr. Fyfe too well to think he is serious 
in thinking of increasing the rating from third to second,” 
said the witness. “He would not do that.” 

“The snow you saw coming through Chicago has affected 
your head,” retorted Fyfe. “The proposal is to increase 


’ from third to second, and you know there is not such 


a difference between second and third as to make the 
proposal unreasonable.” 

Mr. Boswell put into the record figures prepared by 
another witness in a different matter. They showed, 
among other things, that sixty per cent of the coal and 
wood stoves manufactured in the United States are used 
in Official Classification territory, which contains from 
forty-five to fifty per cent of the population. Mr. Collyer 
suggested that perhaps when it is recalled that there is 

At the afternoon session Messrs. Collyer, Fyfe and 
Steadwell put in their justification for the changes they 
propose in the descriptions and-.ratings on stoves, stove 
furniture, ranges and heaters. The last mentioned put 
in a sheaf of exhibits showing the actual shipments made 
by various stove manufacturers in the south during last 
summer down to within two weeks ago. Most of the ship- 
ments weighed more than 20,000 and a good many over 
24,000 pounds. That fact, Mr. Steadwell submitted, showed 
ample justification for the increase in the minimum car- 
load from 20,000 to 24,000 at the fifth class. 

The stove men said commercial reasons called for a 
minimum of 20,000 to enable the small shipper to do 
business. Mr. Boswell suggested that in. asking for the 
lower minimum the stove shippers were not proposing 
to hold their shipments down to the limit, but they de- 
sired the minimum to be low so that when there is rea- 
son for desiring to ship a light load the man who can 
handle only 20,000 pounds of stoves will not be penalized. 
He said the stove. men can, and do, generally, load much 
more than the minimum, but that most of the heavy loads 
go to the jobbers. Mr. Steadwell read over the billing 
on which his figures were founded and showed that the 
implication that the heavy shipments went only to jobbers 
was not warranted by the billing. That, he said, shows 
many shipments to dealers other than jobbers. 


MERCHANT MARINE RECRUITS 


The Trafic World Washington Bureau. 


That young Americans have a lively interest in the 
opportunity now afforded them by the merchant marine 
to help bring home the troops from France, was indicated 
by a report of the United States Shipping Board issued 
November 18, on the results of its first week of recruiting 
new material.for merchant crews under peace conditions. 

The total enrollment of volunteers for training as sail- 
ors, firemen and stewards was higher for the week than 
the weekly average for the duration of the war, being 
about 1,000 men. 

More than double this number were called for training 
by the Board during the week, however, the daily average 
being 400 men. The difference was made up from a wait- 
ing list. Of those called 250 were sailors and 125 stew- 
ards, the remainder being firemen. At present no limit 
is placed on the number of firemen the Board can accept 
for training. It hopes to secure 1,000 firemen in the next 
two weeks and 2,000 in a month. 

The men selected receive a physical examination and 
are put on training ships for six weeks of intensive drill 
before being shipped for deep-water voyages. 


The Commission has ordered rehearing in case ‘093, 
Northern Potato Traffic Association vs. A. T. & §S. F. 
Ry. Co. et al., in respect of reparation and filing of sup 
plemental complaint. 
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November 30, 1918 © 


N. I. T. L. MEETING 


(By a staff correspondent at Cincinnati) 


C. A. Prouty addressed the N. I. T. L. meeting Nov. 22. 
The substance of his appeal was that now the government 
operation of the railroads is the unavoidable fact, it is the 
duty of shippers and the public generally, whatever their 
convictions may be as to the correctness of the principle, 
to make such operations as great a success as possible that 
it may have a fair test. He said the railroad service had 
not been satisfactory for the shippers, but it had not been 
the duty of the Railroad Administration to make it so: Its 
duty had been to furnish the service necessary to winning 
the war. Now that the war is over and the emergency 
passed, he said, its duty was to give the public adequate 
service, though there was still a demand for preferential 
government service. He said he thought the Railroad Ad- 
ministration had done well. But for the intervention of 
the government nearly all the railroads would now be in 
the hands of receivers. It had been a success for the pur- 
pose for which it was created. The railroads ought now, he 
thought, to be turned back to their owners if it could be 
done, but it could not be done, and everybody was of the 
opinion that there must be additional legislation before 
doing it. He saw no prospect of any chance before the ex- 
piration of the 21 months’ period. The attitude of the 
shippers in the meantime, he said, should be as above ex- 
pressed. The experiment of government operation had 
been forced on the public by the war conditions and every- 
body should help try to make it a success. The test of 
government operation was whether it could give better 
service for less money than private operation. He advised 
shippers to let him know about anything wrong and how 
it ought to be corrected. Shippers should be reasonable. 
In the past they had had things to which they were not 
entitled. 

As to off-line agents, he asked for definite suggestions as 
to how the service formerly given by these men could be 
restored. The idea of shippers on traffic committees was 
his, he said, and he believed in it. He said a public repre- 
sentative was no good, however, unless he remained in 
close contact with the public, which was the reason that 
the Administration did not pay them, but asked their or- 
ganizations to pay them. He cited his own case. He is 
paid as valuation director of the Commission and as extra 
work, for which he receives no compensation, he does his 
work as director of a division under the Railroad Admin- 
istration. 

He said the way overcharge claims had been handled by 
some of the railroads had been a disgrace. Every claim 
should be passed on at once and there was no excuse for 
= of delay. He pledged himself to bring about a re- 
orm. 


’ As to embargoes, he said the permit system ought to stop. 


The man who does not unload promptly should be em- 
bargoed and-others should not be punished for his faults. 
There should also, he thought, be a means of informing 
shippers as to embargoes in force. 

President Freer called his attention to recent orders of 
the Car Service Section cutting off such information to the 
public, and Mr. Prouty said he would give the matter his 
attention. 

The recent lumber embargo he characterized as an out- 
tage, but he explained that it was laid at the request of 
the War Industries Board in order to induce lumber man- 
ufacturers to sell to the government. 

Mr. Harrison asked him as to reparation where changes 
were made in Order No. 28, and Mr. Prouty said that the, 
matter was under consideration. He, thought there should 
be immediate refunds where the overcharge was not fairly 
contemplated by the order. If the matter were one merely 
of a simple reduction in rates the Commission would have 
todecide. He said that notwithstanding all the recent rate 
increases the revenue question was getting serious, as 
shown by recent figures. The Administration would come 
to the end of the year without enough money to pay the 
railroads what Congress had said they must have, but he 
thought expenses would decrease before long and that if 
there was any slack the government itself ought to take e 
it up without farther increases in rates. 


Express Committee Report 


Mr. Chandler, chairman, made the report of the ex- 
press committee before Mr. Prouty spoke. He condemned 
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the principle of penalizing the public by making it pay 
twice the amount the express company needs in revenue, 
because the railroads must have their share. He said ex- 
press service had not been good and that it was not to 
be expected that it should be good. Mr. Prouty expressed 
disagreement with him, saying that the express company 
could give good service as soon as the Railroad Administra- 
tion could give the express company good service. 


Discuss Mileage Scales 


There was a long discussion of the proposed mileage 
scales, much opposition to the scales themselves and the 
idea of proposing any such thing at this time being ex- 
pressed. The matter was finally referred. to the rate con- 
struction committee, Mr. Williamson, chairman, with “in- 
structions to report to the executive committee the results 
of its investigations. Mr. Mueller of Lansing, Mich., made 
the point that if the Commission did not act in the matter 
in any way, there was a possibility that the Railroad Ad- 
ministration .would make mileage scales effective anyhow. 
President Freer said Mr. Prouty had told him that the 
Commission would hold hearings. 


State Classifications and Exceptions 


The matter of cancellation of exceptions to classifica- 
tions by the consolidated classification was also discussed 
at length. A resolution was finally adopted to the effect 
that exceptions should be retained rather than to have 
them replaced by commodity tariffs and that the League 
notify members by circular of the present plan to cancel 
exceptions and that shippers be advised to present their 
views to the freight traffic committees, not as to the ques- 
tion as to whether exceptions shall be cancelled, with 
which question the traffic committees have nothing to do, 
but as to the effect in specific instances of such cancella- 
tions and how they should be taken care of. 

Closing Business 


The. Traffic League finished the -business of its annual 
meeting Friday evening, November 22. Invitations for the 
meeting next spring were received from St. Louis, San 
Francisco, New Orleans, Milwaukee and Philadelphia. They 
were referred to the executive committee. 

The meeting adopted a recommendation of the executive 
committee that the League lay before the proper authorities 
at Washington the necessity for eliminating terminal 
switching charges in addtion to line haul rates where such 
charges are now made, and that the League be authorized 
to take appropriate action to obtain the application of 
terminal rates to and from all terminals of. federal-con- 
trolled roads serving a given point, where a switching 
charge is now made for such service. 

The matter of service bureaus, mentioned by Mr. Prouty 
in his address at the morning session, was referred to by 
President Freer, who recalled that the League had once 
informed Mr. Prouty as to just what was wanted in view 
of the abolition of off-line offices. He said he would call 
Mr. Prouty’s attention to the former recommendations. 

R. D. Sangster, chairman of the bill of lading committee, 
reported that he had no information as to when the bill 
of lading case would be decided. Mr. Chandler of Boston 
volunteered the information that, as he understood it, the 
new bill of lading would go into effect with the new con- 
solidated classification. 

There was a discussion of the plan of railway collection 
bureau as maintained at Kansas City and St. Joseph, many 
expressing the opinion that the thought -was good if prop- 
erly worked out, but that the bureaus should deal. with 
correct weights as well as rates. The matter was sent 
back to Mr. Sangster’s special committee with instructions 
to make a further investigation. 

Announcement was made of an A. R. A. circular to the 
effect that November 11 was a free day with respect to 
demurrage. 

Inland Waterways 


St. Louis offered a resolution, which was 


Mr. Coyle 
adopted, that transportation by inland waterways be en- 


couraged by the Railroad Administration; that rates for 
such water transportation bear a reasonable and proper 
relation to those for rail transportation to be determined 
by needs and:‘cost; that there be a general line of through 
rail-and-water rates, both class and commodity, from and to 
all inland points of origin and destination, as may be found 
to be reasonable and accessible; that such rates be on a 
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proper differential-under aH-rail rates; and that the offi- 
cers and committees of the League be directed to take 
action in furtherance of this resolution. 

The following resolution, offered by Mr. Barlow, was 
adopted: 

“Resolved, That the National Industrial Traffic League in 
annual convention assembled in the City of Cincinnati, 
November 22, 1918, extends its cordial thanks to the Hon- 
orable C. A. Prouty for his attendance and address at this 
meeting of the League, and expresses to him its high 
regard and appreciation of his public service through the 
years to our beloved country. As interstate commerce 
commissioner, as the head of the Department of Valuation 
of Railroads, and now in this period of stress and progress, 
’ as Director of Public Service and Accounting of the United 
States Railroad Admiuistration, Judge Prouty has rendered 
able and distinguished service ‘to the United States, and 
has worthily won that noblest of all laurels—the heartfelt 
thanks of a grateful people. In all the years of his public 
life the League has found in him a mighty bulwark, always 
ably, effectively and impartially guarding the welfare of 
the carriers as well as the rights of the. people. Be it 
further resolved, a copy of these resolutions be sent to 
the Honorable Judge Prouty.” 


WATERWAY IMPROVEMENT 


No convention of the National Rivers and Harbors Con- 
gress was held in 1917 and none will be held this year. 
It was decided early in October that it would be the wise 
and patriotic course to hold no more conventions during 
the war. At that time the close of the war was not 
foreseen, and the time left between the signing of the 
armistice and the regular date of holding the convention 
was too short for making the necessary arrangements. 

A meeting ofthe official board will be held in Wash- 
ington December 7, at which time it will be decided 
whether to call a convention early in the coming year 
or to wait until the regular time in December. In any 
event the nation-wide campaign of education, which the 
Congress has been carrying on for more than twelve years, 
will be continued. 

“It was demonstrated beyond all question during the 
war,” says a statement from the River and Harbor Con- 
gress, “that the railroads alone cannot meet the traffic 
needs. of the country. One result was to .throw upon 
the highways a burden which they were not built to carry. 
Some roads were cut completely to pieces and it is prob- 
able. that $100,000,000-is a conservative estimate of the 
total damage caused to the highways by the heavy loads 
carried at high speed by motor trucks. 

“It has always been recognized by the Congress that 
the highway, the railway and the waterway make up a 
trinity of transportation agencies, which must not only 
be symmetrically developed but completely co-ordinated 
before we can utilize all our natural resources and so 
attain the maximum expansion of industry and commerce 
and produce a continued increase of national prosperity 
and national power. 

“During the past eighteen months we have proved both 
our ability and our willingness to devote tens of billions 
of dollars to purposes of destruction, and it is safe to 
prophesy that, after the treaty of peace is signed, we 
will devote billions of dollars to constructive work. One 
of the things that must be done is to provide a great 
increase of transportation facilities and, unless we ignore 
the lessons that the war has taught, we shall do more 
than ever before for the improvement and the use of our 
waterways and harbors.” 


CODE FOR CLAIM AGENTS 


The Trafic World Washington Bureau. 


J. H. Howard, manager of the Claims and Property 
Protection Section, with the approval of John Barton 
Payne, general counsel, has issued to freight claim agents 
a code for the government of claim agents in disposing 
of claims for damage to fresh fruits and vegetables, known 
as Circular No. 3. It is believed that the code is in ac- 
cordance with the rules of law governing the liability of 
carriers, though a study of the circular may result in 
the discovery of changes that are not apparent on the 
face of the circular, which is as follows: 

“It is the practice of some carriers to pay claims for 
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damage on fresh fruits and vegetables when records show 
shipment was received at point of origin in apparent good 
condition, and damage by frost, deterioration, or decay is 
found at time of delivery, even though investigation dis. 
closes no fault in the transportation service. 

“Other carriers decline to assume any liability when 
shipper’s specific instructions, as provided by tariff pub- 
lications, have been fully complied with, and damage by 
frost, deterioration, or decay is found to exist at the time 
of delivery, the damage being attributed to the inherent 
vice of the commodity or to some cause other than neg- 
ligence of the carrier. 

“Such varying practices result in undue preference and 
unjust discrimination, and should not exist. Therefore, to 
establish uniform practices, the following rules are pre- 
scribed: 

“Rule 1.—Shippers of fresh fruits and vegetables must 
give carrier reasonable advance notice of the commodity 
to be shipped and the kind of car required. 

“Rule 2.—Shippers must declare in writing to the initial 
carrier at loading station whether or not their shipments 
are tendered by them for transportation under refrigera- 
tion or ventilation, as provided in current tariff publica- 
tions. Changes in refrigeration or ventilation instructions 
en route, given reasonably im advance to the carriers, may 
be made by the shipper, or the owner, or the duly author- 
‘ized agent of either. 

“Rule 3.—The-agent at the loading station must insert 
in the waybill the shipping instructions as to refrigeration 
or ventilation required by the shipment en route. 

“Rule 4.—The carriers shall keep accurate records of the 
services performed, so there will be no question as to the 
compliance with shipper’s instructions. The information 
shown by the carrier’s records shall be furnished to claim- 
ant in connection with claim when there is controversy 
regarding the service performed. 

“Rule 5.—Damage to fruits or vegetables caused by frost 
or freezing shall be investigated, and, when it is found 
that such damage is due to unreasonable delay, failure 
to comply with shipper’s instructions, or other negligence 
of the carriers, claims for damage due to such causes shall 
be paid. 

“Rule 6.—When the service and protection afforded by 
the carriers is in accordance with shipper’s instructions,’ 
as provided in current tariff publications, and there is no 
evidence of negligence, unusual handling or unreasonable 
delay, claims for damage shall not be paid. When car- 
‘rier’s handling.is not in accordance with such instructions, 
and as a consequence loss or damage has occurred, or 
there is evidence of negligence, unusual handling, or un- 
reasonable delay, and damage results therefrom, claim for 
loss occasioned by such causes shall be paid by it.” 


THREE GROUPS IN SOUTHEAST 


The Trafic World Washington Bureau. 

A new scheme for making joint rates from Pacific 
Coast and intermountain territories to the southeast and in 
the reverse direction is contained in fifteenth section ap- 
plication 6857, filed with the Commission by Countiss, Mc- 
Cain and Morris. This is in accordance with order from 
McAdoo soon after G. O. 28 was issued. 

Transcontinental rates applicable to groups A, B and © 
will be applied to and from three groups in the southeast, 
corresponding as nearly as possible to the three big groups 
in C. F. A. and Trunk Line territories, with the exception 
of rates on coal and coke, which are to take rates applic. 
able from St. Louis and Chicago, namely, 62.5 and 56.5 
cents per 100 pounds; and on pig iron and articles taking 
pig iron rates. From all points except Bristol, Embreesville 
and Johnson City rate on pig iron will be 75 cents; from 
the three excepted points, 77.25 cents per 100 pounds, and 
present rate on pineapples from Florida to be continued. 

Beginning at the Mississippi River and moving eastward, 
the Cincinnati-Detroit group is extended with the L. & N. 
with the eastern boundary running into the gulf at Pen- 
sacola. The next group, corresponding to Buffalo-Pitts- 
burg territory has; as points on its eastern boundary, 
Speer’s Ferry, Bristol, Roanoke, Johnson City, Asheville 
and Augusta, including Augusta, Valdosta ‘to Madison and 
thence along the Suwanee River into the gulf. The east- 
ernmost group is the rest.of southeastern territory. 

This application to the Commission was made necessary 
so as to include non-controlled roads. 
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November 30, 1918 


RELINQUISHMENT OF GOVERNMENT 
CONTROL 


(Address delivered at the annual meeting of the Traffic Club 
of New York, November 26, by Lewis J. Spence, Director of 
Traffic, Southern Pacific Company.) 

No proviem ofr reconstruction is more important to the 
public than the future operation of our transportation sys- 
tems. I do not intend to deal with this question by criti- 
cizing the performance of the the Railroad Administra- 
tion; it isn’t necessary. An experiment in railroad and 
steamship operation has been undertaken which. must be 
tested by your own experiences, but it may be appropriate 
to remind you that you have not yet by any means ex- 
perienced all of the evils of government ownership or per- 
manent government control. 

It has been nearly eleven months since possession, con- 
trol and operation of the principal railroads of the coun- 
try and their proprietary steamship lines were assumed by 
the government. The law provides that federal control 
shall continue for a reasonable time after the war—not to 
exceed one year and nine months following the proclama- 
tion of peace. It also authorizes the President to relinquish 
control in the meantime whenever he shall deem such ac- 
tion needful or desirable. The act was expressly declared 
to be emergency legislation enacted to meet conditions 
growing out of the war. The owners and users of the 
transportation systems patriotically accepted that reason 
for assuming control of.the properties, but it is not sur- 
prising that the question should now be persistently asked 
why governmental operation of the transportation systems 
of the country should be continued for twenty-one months 
after the proclamation of peace, or, indeed, for any longer 
period of time than may be necessary to restore them to 
individual management in an orderly way. 

Since the cessation of hostilities, an industrious pub- 
licity bureau has devoted much attention to an explanation 
of other benefits accruing from unified control and has 
especially emphasized the elimination of “competitive 
waste.” The definition of “waste” which is most appro- 
priate to this discussion is “useless expenditure.” If the 
expression “competitive waste” is intended to mean that 
every expenditure arising from competition in transporta- 
tion is a useless expenditure, I venture the opinion that 
it will not strongly appeal to you. If, on the other hand, 
competitive waste means only extravagant expenditures 
which are not necessary to afford the public adequate serv- 
ice and facilities, and reasonable competition, I submit 
that railroad officers, under private management, have a 
disposition to eliminate waste which has never been char- 
acteristic of governmental agencies, and that they may be 
depended upon to eliminate competitive waste in so far 
as the necessary action to accomplish this result shall not 
be prohibited by law, and,in so far as its accomplishment 
will not deprive the public of adequate service and facili- 
ties and reasonable competition. 

If joint ticket offices conveniently and adequately serve 
the public and are found to be more economical than in- 
dividual ticket offices, I predict that consolidated ticket 
Offices will be continued. 

If extravagant duplication of passenger trains can be 
avoided by co-ordination of service without depriving the 
public of the comforts and conveniences which may rea- 
sonably be expected, there is every reason why railroads 
officers should promote such co-ordination if they are not 
prohibited by law from doing so. 

If the shippers are willing to have cars loaded to their 
maximum capacity—as they should be to promote effi- 
ciency and economy—it is only necessary for them to ad- 
vocate or concur in the publication of minimum carload 
Weights which will insure such maximum loading and con- 
tinue the efficiency and economy which the Railroad Ad- 


ministration has established by more arbitrary methods. 


‘ Competition is where two or more persons are engaged 
in the same business and each is seeking patronage; where 
competition does not act at all there is complete monopoly. 
Elimination of competition is the avowed policy of the 
Director-General of Railroads. It is a fundamental prin- 
ciple «f the present system of federal control, and it is 
inherent in government ownership or any other form of 
unified control and operation which has ever been proposed. 

If my interpretation of public sentiment is correct, what- 
ever benefits have been obtained during federal control are 
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believed to have been outweighed by the disadvantages at- 
tributable to the elimination of competition, and the para- 
mount desire of the public is that there shall be a prompt 
restoration of the benefits of reasonable competition in rates 
and service; that the shipper’s right to route his freight shall 
be respected; that the courtesy and accommodation which 
are born of individual initiative and competitive endeavor 
shall be revived; and that there shall be an impartial con- 
sideration of rates by the Interstate Commerce Commis- 
sion which shall be fair alike to shippers and carriers. 
These advantages are not obtainable under unified con- 
trol and operation; and, personally, I do not believe that 
there is any satisfactory middle ground between govern- 
ment ownership and monopoly, on the one ‘hand, and in- 
dividual ownership, with fair competition, on the other 
hand. 

Government ownership would be accomplished by the 
payment of just compensation for the property acquired. 
There are members of Congress who favor this solution of 
the transportation problem, and there are quite a num- 
ber of security owners who have been driven to the con- 
clusion that government ownership would be preferable to 
private ownership and operation under a system-of regula- 
tion which denies the carriers sufficient revenue to meet 
enforced increases in wages and in other uncontrollable ex- 
penses. If I believed government ownership to be the 
salvation of security owners it would not become me as a 
director and trustee to discourage that destiny; but I have 
too much confidence in the good sense of the American 
people to believe that we shall be driven to a solution 
which, I'am sure, would be inimical to the public interest, 
and would be a national calamity. 

If it is a correct conclusion that competition is elimin- 
ated in every substantial sense by any plan of federal con- 
trol or unified operation, whether it contemplates the oper- 
ation of all of the lines of the country as one system or 
their operation in unified groups, and if it is a correct con- 
clusion that the public interest requires the preservation 
of that individual initiative, resourcefulness, efficiency and 
fair competition which have developed the cheapest and 
most efficient transportation in the world, the people should 
become aroused to a sense of their responsibility and fore- 
stall the drift of our transportation systems to government 
ownership or some other form of unified control. 


The organization and the policies of the Railroad Admin- 
istration; the propaganda in favor of continuing govern- 
mental control of the railroads after the disappearance of 
the avowed necessity for taking them over; and, finally, 
the seizure of the ocean cables, after the conclusion of an 
armistice, have too much significance to be ignored by the 
public. The evident desire to continue in peace the gov- 
ernmental administration of the great systems of transpor- 
tation and communication is revealing a tendency toward 
state socialism which threatens to undermine our free in- 
stitutions; and our most conservative statesmen, irrespect- 
ive of party, are beginning to view this tendency with the 
greatest concern. - ; 

It must be apparent to everyone who is familiar with 
the subject that some comprehensive legislation will have 
to be enacted to correct the intolerable burdens of the past 
and ensure the successful development of the railroads as 
useful instrumentalities of commerce. For example, labor 
difficulties, which are always with us, have been greatly in- 
creased by the exigencies of war and the federal control of 
railroads. There have been wage and adjustment com- 
missions to deal with wages, hours and working condi- 
tions, which have resulted in generous treatment of em- 
ployes, and I believe it will be to the interest of the pub- 
lic, the employes and the railroads to have such a tribunal 
of adjustment under private control; but I believe quite as 
firmly that the findings of such a commission should be 
subject to the review and approval of the same govern- 
mental agency which is charged with the regulation of 
rates, and that such governmental agency should also be 
charged with the duty of readjusting rates contempor- 
aneously with any readjustment in wages which it may 
approve and authorize. i 

But the longer the railroad and steamship lines are con- 
tinued under unified control and operation, the more com- 
pletely their individualities will be obliterated, their organ- 
izations disrupted, and their individual credit impaired. 
If unified control is not to be prolonged for exploitation 
by the advocates of government ownership or the apostles 


‘ 
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of paternalism, the situation, in my judgment, requires 
prompt, concerted and vigorous action by the public. 

The short cut would be for the President to exercise the 
authority conferred upon him by the federal control act to 
relinquish control of the properties; but if this course is 
taken his notice of intention to relinquish the properties on 
a specified date should be accompanied by a recommenda- 
‘ tion to Congress to enact the necessary legislation to pro- 
vide a tribunal for the consideration of wages and the 
contemporaneous adjustment of rates. 

Why should not a public petition be made to the Presi- 
dent so to deal with the question? If he submits it to 
Congress in this way, it will, of course, be important that 
the people should not fail to exert their influence upon the 
members of Congress to insure the enactment of the legis- 
lation immediately required to become effective with the 
return of the properties. 

The Director-General of Railroads has tendered his resig- 
nation with the suggestion that it become effective on Jan- 
uary first. Is there any reason why a successor should 
be appointed? Is there any good reason why the President 
should not inform Congress when it reconvenes on Decem- 
ber 2 of his intention to relinquish the properties at mid- 
night, December 31, and recommend enactment of the spe- 
cific legislation which would become effective on January 
1, with the understanding that additional legislation shall 
be undertaken after a comprehensive study of the entire 
subject? Both the President and the Congress-will re- 
spond to an unmistakable expression of public sentiment. 
Will the people rise to their responsibility? 


A resolution was adopted by the club unanimously endorsing 
the address and calling on the government to restore the 


transportation systems to their owners as soon as practicable. 


MILLING IN TRANSIT 


Milling in transit, according to the supreme court of 
Louisiana, isa public convenience—a recognition of com- 
mercial necessity—and the railroad commissioners of that 
state not only have the power to order milling-in-transit 
privileges for rice, but when they have exercised the power, 
and there is no showing that they acted in an arbitrary 
manner, the railroads operating within the state must ac- 
cord milling in transit. 


The fact that the railroads are under government control 
was not mentioned in the Louisiana court and Justice 
Somerville, who wrote the opinion, did not refer to it. The 
original decision in the case was made on June 29. The 
New Orleans Board of Trade, of which rice millers in New 
Orleans are members, undertook to have the order direct- 
ing the establishment of the privilege enjoined and set 
aside on the ground that the establishment of the privilege 
having caused the commissioners to raise the rice rates, 
they were deprived of some legal right. 

Justice Somerville bowled them out of court early in 
his opinion, but, while he said they had no standing in 
the court, he went on to explain why the commissioners 
have the right to order milling in transit. In a large way 
his opinion is a recognition that at least a state regulat- 
ing body has a right to consider commercial conditions in 
the making of rates, rules and regulations. 

A short time ago the New Orleans objectors to milling in 
transit asked for a rehearing on the case. On November 4, 
ten months after the federal government took charge of 
the railroads, Justice Somerville denied the rehearing, so 
that now the matter stands finally decided. The opinion 
is herewith given in full, the title of the case being Em- 
pire Rice Milling Co. vs. Railroad Commission of Louisi- 
ana: 

“The plaintiffs, thirteen in number, are the New Orleans 
Joint Traffic Bureau of the New Orleans Poard of Trade, 
Ltd., six rice.mills and six merchants and commercial firms, 
all located in New Orleans. They allege that they are 
buyers, sellers and millers of rice; that they are ‘parties 
in interest’ in and to order No. 2116 adopted by the Rail- 
road Commission of Louisiana; that order No. 2116 estab- 
lishes tariffs on dressed and rough rice which are in- 
creases in rates over those prevailing at the time of the 
adoption of said order; that defendant has also ordered the 
railroads to establish the privilege of milling rice in transit 
on all of the roads throughout the state; that the imposi- 
tion of this burden upon the railroads was the cause of 
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the increase in the tariffs on cleaned and rough rice ‘o be 
paid by plaintiffs; and that such increase in rates, die to 
milling in transit, is unreasonable, unjust, discrimin itory 
and extortionate when applied to the shipments of rice 
made by them. They pray ‘that there be judgment jp 
favor of petitioners and against the said Railroad Com. 
mission of Louisiana avoiding, annulling and canceling 
the said order No. 2116.’ 


“The defendant commission answered that milling ip 
transit was an ordinary rule and regulation of and for 
railroad companies and of railroad commissions; that the 
tariffs on rice established by it were in every way reason. 
able and just; and that the fixing of rates and the estab. 
lishing of rules and regulations for the government of 
railroads were entirely within the power and authority 
granted it in article 284 of the constitution. 

“The Southern Rice Growers’ Association, a Texas cor- 
poration domiciled in the county of Jefferson, state of 
Texas, and largely composed of rice producers of the states 
of Louisiana, Texas and Arkansas, together with seven 
rice growers of Acadia parish, intervened in the suit, and 
joined defendant in support of the validity and regularity 
of order No. 2116. 

“A second petition of intervention was filed by the Lake 
Charles Rice Milling Company of Louisiana, which also 
joined the defendant. 

“There was judgment in favor of the defendant and in- 
terveners; and plaintiffs have appealed. 

“The contest presented in this suit appears to be be 
tween the rice millers and merchants of New Orleans and 
the rice producers and one or two independent rice millers 
outside of the city of New Orleans. 

“It is said there are thirty-one rice mills in the state; 
but only seven or eight have made themselves parties to 
this suit. It may be that the others are not interested in 
order No. 2116. Some of them may be simply rice mills 
which receive rice for milling, and do not pay the shipping 
rates. They are the consignees, while the producers are 
the consignors, and the latter pay the freight. The pro- 
ducers, or rice growers, are asking that the tariffs be main- 
tained. Or, it may be, some of the out-of-town mills re- 
ceive much of the rough rice which they may have pur- 
chased in wagons and barges, which is, therefore, not 
affected by the tariffs fixed for railroads. Or, as buyers of 
rough rice which is received by them over a railroad, they 
get the benefit of the milling in transit; and, therefore, 
they have no cause for complaint against the established 
rules and rates. 

“Tt does not appear how the New Orleans Joint Traffic 
Bureau of the New Orleans Board of Trade, Ltd., is a 
person interested in the rates paid by the shippers of rice. 
The rice mills of New Orleans, simply as millers of rice, 
and not as owners and shippers, would not be interested 
in the freight rates either; but they, together with the 
other plaintiffs, allege that they are buyers and sellers of 
rice, and, as owners and shippers, they are required.to pay 
the additional freight rates on rough rice; and they are 


therefore injured by the adoption of the milling-in-transit ° 


rule and the increase in the tariff. 

“Order 2116 is really in two parts, with the two parts 
depending upon one another. It orders the railroads to 
grant the privilege of milling rice in transit; and it in- 
creases the tariffs on rice because of the increased burden 
of milling in transit placed on the railroads. That is just, 
and not unjust. It is fair, and not discriminatory. It is, 
in the opinion of the commission, for the good of the pub- 
lic; and, on its face, order 2116 is valid. 

“Tt results from the contentions and concessions of the 
respective parties that the controversy is reduced to 4 
single issue: What was the nature and character of the 
order made by the commission? What, in substance, was 
the power which the commission exercised in making the 
order? om: 

“Plaintiffs on their brief say that ‘the issue herein 1s 
not as to the correctness of an order of an administrative 
body, but~as to the power of the railroad commission to 
make it, and from this viewpoint the facts upon which 
the order rests becomes immaterial. * * * They als? 
say: ‘The mass of testimony in the record is almost aP 
palling and would have entailed a large amount of work 
on the court, but fortunately the brief of interveners 
tenders an issue of law rather than fact, obviating the 
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need of reading-all this testimony. An examination of the 
purpose of the order under attack, as found within the 
order itself, also shows that the issue here is not the cor- 
rectness Of an order of an administrative body, but the 
power of that body to make the order. Order 2116 of the 
railroad commission compelled the carriers to grant mill- 
jng-in-iransit and raised the rates through the whole field 
of rice transportation. 

«om * * That it is not claimed for the order (by 
defendant) that its rates are the measure of the service, 
put its virtue lies in the fact that it equalizes the cost of 
transportation between millers, irrespective of the value 
of the transportation each demands. The purpose of the 
order admittedly is to foster competition and increase the 
selling price of rice. The defense of order 2116 has rested 
on no other foundation, and, therefore, in the clear light 
of this frank statement of the purpose of the order the 
whole voluminous record of facts disappears, and the ques- 
tion resolves itself, not into a question of the expediency 
of the order from a transportation standpoint, but a ques- 
tion of the power of the railroad commission to make an 
order that has as its end the regulation of market condi- 
tions. Because there is only a question of law involved, 
it is not even necessary to read the voluminous transcript.’ 


“The state railroad commission is an administrative 
body, as was decided in the case of Morgan’s Louisiana & 
TR. R. & S. S. Co. vs. Railroad Commission, 109 La., 247, 
33 South., 214. It was further said in that case: ‘It is a 
matter not debatable that the state, subject to certain 
limitations, has, in furtherance cf its object of advancing 
ihe public good,,a power of regulation and control over the 
action and conduct to whom she has granted these rights 
and franchises. From the very nature of things there 
must arise from time to time difference between the cor- 
poration, seeking to derive from its corporate rights the 
utmost personal advantage it can, and the state, seeking 
to obtain through its conduct and action the greatest pos- 
sible good for the public. These differences may arise at 
any time between them on matters of detail or administra- 
tion more or less important. As it would be manifestly 


impossible to anticipate what these causes would be, or 


when they would arise, different states have found it neces- 
sary to constitute a body charged, as their representative, 
with the duty of guarding the public interests upon this 
particular subject, to which they have expressly given 
very broad authority and power. * * #* 
thority and duty of the latter are not limited merely to 
matters affecting the public safety or the public health. 
They extend also to matters concerning public comfort 
and public convenience, and in the consideration of the 
Inatters of comfort and convenience the number of per- 
sons who may be concerned or interested in some par- 
ticular matter at some particular point enter as important 
factors in determining what is proper to be done. * * #* 
As a matter of course, the Commission could not, even 
under expressly delegated powers, act arbitrarily, in man- 
her such as to trench upon the rights of corporations 
secured to them by law; but, within certain limits, though 
their action and orders are all subject to review, they are 
hot all subject to reversal. * * * When such a point 
in the business of the road is reached, the rights of the 
“general public” comes clearly into view, and it is not for 
the railroad, but for the commission,. to determine how, 
m what way, and in what place this money is to be ex- 
pended so as best to subserve their interest. This is a 
matter submitted to the judgment of the commission, not 
that of the railroad or of this court, unless the selection 
trenches upon the legal rights of the railroad corporation. 
The mere reference of disputed issues between the parties 
to this court for adjudication was not intended to consti- 
tute it an “administrative” board, revisory in character 
over the orders and conclusions of the commission. Our 
action is judicial, not administrative. It was not intended 
that we should substitute our judgment for that of the 
commission every time there is a dispute touching the 
Particular place on the line of railroad where it would be 
best for the public interest that a station or depot should 
be placed. To come successfully before this court, the 
appellant must be able to point out some legal right of its 
°wn which has been infringed upon. A statute or order of 
tailroad commissioners establishing a station or fixing 
tates of transportation is not to be interfered with, except 
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upon clean and satisfactory evidence showing that it is 
unjust and unreasonable.’ 


“Plaintiffs concede that the order of the commission 
complained of is not open to attack in the courts so long 
as that body has kept within the powers conferred by law. 
But they argue that the order was not the exercise of 
such authority, but was based upon the assumption of a 
power not conferred by law; and they quote from. the 
finding of the commission that it took into consideration, 
in° connection with the petition of the rice growers to 
have the railroads return to the principle of milling in 
transit on rice, the necessity for such a rule in order to 
give the rice growers of the state a larger field in which 
to sell their product. Such argument would have force 
coming from the railroads, if the commission had added an 
additional burden upon them without providing for reason- 
able compensation for the additional service. But, in pro- 
viding for milling in transit, and, at the same time, raising 
the ‘tariffs, the commission has acted justly towards the 
railroads, and with full consideration of their legal rights; 
and the railroads are not complaining. 


“In raising the rates to be paid by the shippers, the 
commission has not invaded any legal rights of plaintiffs, 
who are shippers. 


“The nature and character of the order of the commis- 
sion was to obtain from the railroads the greatest good for 
the public, or that portion of the public composed of rice 
growers and of rice millers who are near the rice fields. 
That was within the power delegated to it. It acted upon 
a matter of public convenience; and the administration of 
its affairs, or the details thereof, will not be interfered 
with by the courts, where legal rights have not been in- 
vaded. The convenience of rice growers was an important 
factor in determining that railroads should grant to ship- 
pers of rice the privilege of milling in transit. And, in 
considering and determining the matter, the commission. 
has not interfered with any legal right of plaintiffs. 


“Milling in transit has long been a privilege accorded 
the producers of agricultural products in this and in other 
states. It has been established ‘by railroads and by rail- 
road commissions. The privilege is given to shippers of 
corn and other cereals; and it has been stated that the 
lumber industry of the state could not exist without it. 
So, in ordering that rice might be milled in transit, it 
would seem that the commission did not act arbitrarily, 
or in an unreasonable way. 

“The rice milling privilege as established by the com- 
mission is general in its terms and application. It may be 
availed of by everyone shipping rough rice. It may be 
availed of by the plaintiffs in this case, if, instead of 
shipping rough rice to the mills in New Orleans, they 
would ship to the nearer mills from the place where they 
buy rice and have it milled there. But ‘plaintiffs, appar- 
ently, prefer to do their own milling. That is, of course, 
their privilege, which order 2116 does not take away from 
them. It is doubtless of great advantage to establish rice 
mills in New Orleans, which city is the primary rice mar- 
ket of the country; and these advantages must be taken 
together with the disadvantages of being far removed from 
the rice fields, or points where plaintiffs buy rough rice. 
It is also their privilege to have their rice milled nearer 
to points of production and receive the benefits of milling 
in transit. 

“It appears in the record that the commission, before it 
adopted order 2116, had the railroads, producers, shippers, 
merchants and rice millers before them and earnestly and 
diligently inquired into the matter of tariffs on rice and 
the milling of rice in transit, etc. They deliberately came 
to the conclusion that the shippers of rice should have the 
privilege of milling rice in transit, and that the tariffs on 
cleaned and rough rice should be increased. 

“The presumption is that the commission has acted with 
justice to all parties concerned in adopting order 2116; 
and the courts will not undertake to interfere with the 
commission in the absence of clear evidence that the plain- 
tiff’s legal rights have been invaded, or that the rates 
fixed are unreasonable, unjust, discriminatory or extortion- 
ate. ‘The evidence offered by plaintiffs has no such tend- 
ency. 

“Besides, the railroads are the parties most interested 
in the reduction of the tariffs involved, and they are not 
parties to the suit. They would be entitled to a hearing in 
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court before their legal rights were taken from them. 

“The constitution confers upon the railroad commission, 
and not upon the courts, the power and authority ‘to make 
reasonable and just rates, charges and regulations, to gov- 
rn and regulate railroads * * * freight and passen- 
ger tariffs and service, * * * to correct abuses, and 
prevent unjust discrimination and extortion in the rates 
for the same, on the different railroads, * * * and to 
prevent such companies from charging any greater com- 
pensation in the aggregate for the like kind of property 
or passengers, or messages, for a shorter than a longer 
distance over the same line, unless authorized by the com- 
mission to do so in special cases.’ 

“The plaintiffs have not introduced evidence sufficient 
to show that the railroad commission has acted unreason- 
ably, or unjustly, or without authority, in providing for the 
milling of rice in transit on the various railroads through- 
out the state; or that it has acted arbitrarily in fixing the 
tariffs on rice transported within the state. They have 
not shown that their legal rights have been interfered with. 

“The judgment appealed from is affirmed.” 


CUMMINS RECONSTRUCTION PLAN 


The Cummins’ reconstruction committee’s plan, agreed 
on in the conference of Republican Senators, is embodied 
in S. Con. Res. No. 25. The plan differs from the original 
reports concerning it in only one particular. The com- 
mittees, instead of being composed of six Senators and an 
equal number of Representatives, would be composed of 
five Senators and five Representatives. That means that 
instead of the major parties being equally represented, the 
majority party would have six of the ten members on each 
of the six committees. The resolution is as follows: 

“That there are hereby created six committees, to be 
known as the Joint Congressional Committees on Recon- 
struction. Each of said committees shall be composed of 
five Senators and five Representatives in Congress. The 
members of said committees shall be selected as follows: 

“The Senators in the manner provided in the rules of 
the Senate for the selection of the standing committees of 
the Senate and the Representatives in-the manner provided 
in the rules of the House for the selection of the standing 
committees of the House. 

“The members of these committees shall be subject to 
change from time to time by the Senate and House, re- 
spectively, as are said standing committees, and all va- 
cancies shall be filled in the same manner as the original 
selections Were made. 

“The said committees shall make, respectively, investi- 
gations of the subjects hereinafter named and herein as- 
signed to them, respectively, and shall report to Congress 
from time to time with such recommendations as to addi- 
tional legislation, or otherwise, as they, respectively, may 
deem advisable. 

“The first committee, which shall be known as the Joint 
Congressional Committee upon the Demobilization of the 
Army and Navy, shall so investigate and report upon the 
following matters, to wit: 

“(a) The employment of discharged soldiers and sailors 
in civil pursuits. 

“(b) The allotment of lands to returned soldiers and 
sailors and their establishment in homes upon the public 
domain. 

“(e) All legislation which may be required in the proper 
care for those who have suffered the dangers of war, and 
especially those who have been disabled and whose ability 
to earn a livelihood has been impaired. 

“The second of the said committees, which shall be 
known as the Joint Congressional Committee upon Foreign 
Trade and Commerce, shall so investigate and report upon 
the following matters, to wit: 

“(a) Duties on imports for the protection and encour: 
agement of home industry. 

“(b) The development of new foreign markets. 

“(c) Combinations for the purpose of increasing our 
selling facilities. 

“(d) Changes in our banking facilities necessary to co- 
operate with such trade. ; 

“(e) Our merchant marine, including the construction 
of ships; the continuance of government ownership and 
operation, and in general with respect to the various prob- 
lems of transportation upon the high seas. 

“The third of said committees, which shall be known as 


the Joint Congressional Committee on Interstate Trans- 
portation, shall so investigate and report upon the follow- 
ing matters, to wit: 
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~“(a) The permanent relation which the governm:nt of 
the United States should sustain to the common carriers 
of the country. 

“(b) Whether the systems of transportation now in 
possession of and being operated by the government = ould 
be returned to their former owners and operated as here. 
tofore, or whether government operation should co::tinue 
with or without government ownership; or, if private own. 
ership is to continue and private operation resumed. what 
system of regulation and control will be best adapied to 
secure efficiency in service, reasonable rates of transporta. 
tion, and fairness to the capital invested. 

“(c) The relation which should be established be! ween 
inland. water transportation and the railways, including 
the control of the former. 

“(d) All questions relating to communication by wire. 

“The fourth of said committees, which shall be known 
as the Joint Congressional Committee on Domestic Busi- 
ness, shall so investigate and report upon the following 
matters, to wit: 

“(a) To what extent, if any, should our laws relating 
to trusts‘and combinations be modified. 

“(b) What co-operation should be permitted in order 
to increase efficiency, reduce cost, and enable this country 
to successfully meet foreign competition. 

“(c) To what extent should the government undertake 
to control prices. 

“(d) Government loans to private enterprises. 

“(e) Government supervision of capital issues. 

“(f) The supply and control of raw materials and en- 
couragement in the production of articles that have not 
heretofore been manufactured in this country. 

“The fifth of said committees, which shall be known as 
the Joint Congressional Committee on Employers and En- 
ployes, shall so investigate and report upon the following 


“matters, to wit: 


“(a) Conciliation and arbitration in labor disputes. 

“(b) The relation of men and women in similar employ: 
ments. 

“(c) Substitution of female employes for male employes, 
and vice versa. 
*“(d) The 

agencies. 

“(e) The distribution of labor, 
surplus labor on public works. 

“(f) The sanitary housing of employes and the disposi- 
tion of houses constructed by the government during the 
war. 

“(g) The freedom of labor, and of employment in its 
relation to trade unionism; and wages, hours and condi- 
tions of employment. 

“The sixth of said committees, which shall be known 
as the Joint Congressional Committee upon Natural Re 
sources, shall so investigate and report on the following 
matters, to wit: 

“(a) The encouragement of private enterprises in the 
development of the resources of the public domain. 

“(b) The tendency toward urban population and the 
best means of checking it, including the requirements for 
farm labor and the best means of securing it. 

“(c) Gaqvernment loans to farmers. 

“(d) The distribution of food products. 

“(e) Our timber problems. 


“(f) The adequate production and proper distribution 
of our mineral resources, including coal, petroleum and 
other fuels. 

“(g) The development and control of water power. 

“Each of said committees is empowered to take up and 
examine any other subject which in the course of its it- 
vestigation it finds to be inseparably connected with the 
subjects herein assigned to it and which ought to be col 
sidered in view of the change from the activities of war 
to the pursuits of peace, and especially the demobilization 
of war cowmissions, administrations, bureaus and other 
civilian war agencies, and the adjustment of the forces 
employed therein to private industry and commerce unde? 
normal peace conditions. 

“Bach of said committees is authorized to employ such 
clerical assistance as it may deem necessary, including 
the services of experts, and may, by subcommittee 
otherwise, send for persons or papers, administer oaths, 
and employ stenographers at a cost not to exceed $1 pe! 
printed page to report.such hearings as may be had in 
connection with any subject before it. 

“Each of said committees may sit during the sessions 
or recesses of the Senate and House of Representatives: 


organization of permanent employment 


including employment of 















suite: 
After 
coast 
trade 
great 
no §1 
tonna 
In 18 
the ¢ 
588,53 


ho. 22 


ent of 
A rTriers 


w in 
- ould 
> here- 
i. tinue 
© OWn- 

what 
ied to 
5 porta- 


tween 
‘luding 


wire, 

known 
: Busi- 
lowing 


plating 


order 
ountry 


lertake 


nd en- 
ve not 


wn as 
1d Em- 
lowing 


tes. 
mploy: 


ployes, 
yyment 
1ent of 


lisposi- 
ng the 


in its 
condi- 


known 
ral Re- 
lowing 


in the 


nd the 
nts for 


ibution 
m and 


Tr. 
up and 
its in- 
ith the 
be col: 
of war 
lization 
1 other 
forces 
> under 


yy such 
cluding 
tee or 
$1 per 
had it 


essions 
. ” 
atives. 


November 30, 1918 


THE TRAFFIC WORLD 


How Part of Our Merchant Marine Can Be Used 


(written for The Traffic World by T. W. Van Metre, Assist- 
ant Professor of Transportation, School of Business, Columbia 
University.) 

An outstanding feature of the industrial transformation 
occasioned by the war is the great revival of shipbuilding 
and ship operation by the people of the United States. 
The development of our merchant marine throughout our 
entire history as a nation has been conditioned by war. 
The Napoleonic wars gave us our first great shipping 
industry; the Civil War brought the industry virtually to 
an end; the present war places the industry once more 
in a position of primary importance. Before the end of 
another year we shall possess a merchant marine of a 
tonnage several times the tonnage operating under the 
American flag before the European war began. 

We are beginning to ask what is to be done with our 
great merchant marine and our extensive shipyards ‘when 
peace is fully restored. The knowledge ‘that for many 
years before the war it was impossible for American ship- 
ping to compete successfully with the shipping of other 
countries gives rise to grave concern over the problem 
of operating our vessels when competitive conditions re- 
turn. So far the chief suggestions concerning our future 
shipping policy have had to do with measures that will 
make it possible for our vessels to engage in foreign trade. 

There is another field in which we should be able to 
employ a large tonnage of merchant shipping. Very little 
has been said concerning the opportunities in this field. 
Should we not begin to consider the desirability of in: 
creasing our coastwise trade and transportation? 

For some reason we have been led to believe for several 
years that, while our flag has been almost driven from 
the foreign carrying trade, we have nevertheless been 
the happy possessors of a large and prosperous merchant 
marine engaged in coastwise commerce. As a matter of 
fact, in view of the great enlargement of the domestic 
commerce of the United States in the last fifty years, the 
increase of tonnage of coastwise shipping on the Atlantic 
On the Great 


and Pacific coasts has been almost trivial. 
Lakes there has been a development of the shipping in- 
dustry commensurate with the general growth of popula- 


tion, industry and trade. But on the canals and rivers of 
the country the transportation business has virtually dis- 
appeared, and on the ocean its progress has been slow and 
relatively unimportant. 

Before the Civil War the coastwise trade was the most 
important factor in the domestic commerce of the country. 
Of small volume during the colonial period, because of 
the lack of mutual demand among the various groups of 
colonies for the commodities produced in each section; 
with the advent of extensive cotton culture in the south 
and the rise of manufacturing in the north, the coastwise 
trafic gradually reached a position of first importance in 
the commerce of the nation. Before the war of 1812 the 
tonnage of vessels engaged in coastwise trade was little 
more than one-third the tonnage engaged in foreign trade. 
In part the disparity was due to the abnormal stimulation 
which the Napoleonic wars gave to our foreign carrying 
trade, but in a large measure it was due ‘to the fact that 
industrial conditions in the United States. were not yet 
suited to the extensive development of domestic commerce. 
After the war of 1812, industrial conditions changed, and 
coastwise traffic grew at a more rapid rate than foreign 
trade. By 1830 the tonnage of enrolled vessels was 
greater than the tonnage of registered vessels, and in 
nO subsequent year previous to the Civil War did the 
tonnage of registered vessels regain numerical superiority. 
In 1852 Israel D, Andrews estimated the gross value of 
the domestic commerce of the United States to be $5,- 
588,539,732. Of this amount $3,319,039,372 consisted of 
Coastwise trade; $1,188,000,000 of canal and river trade, 
and $1,081,500,000 of railway traffic. 

In 1860 the “permanent enrolled tonnage” of shipping 
on the Atlantic coast amounted to more than 1,200,000 
tons; on the Pacific coast, 33,000 tons, and on the Great 
Lakes, 200000 tons. The record of coastwise tonnage 
since 1858 is shown in the following table: 

ENROLLED VESSELS OF THE UNITED STATES. 
Atlantic and Pacific Great 
Gulf coasts. Coast. Lakes. 


1,464,216 74,978 679,069 
1,432,113 103,727 672,291, 


817,364 

587,268 

743,034 
1,053,419 
1,234,736 
1,554,590 
2,061,472 
2,892,518 
2,875,835 
2,746,425 


138,679 
144,966 
187,900 
188,139 
219,637 
257,028 
467,082 
589,925 
613,338 
520,714 





3°084,657 
2°739,774 


*Decrease due chiefly to correction of statistics by elimina- 
tions of obsolete tonnage. 

7Decrease due to elimination of canal boat tonnage in 1876. 

tDecrease due to transfer of vessels to foreign trade. 


While the tonnage of coastwise shipping on the Atlantic 
coast has been expanding from 1,200,000 tons to three 
million tons, the total commerce of the country has in- 
creased at least thirty-fold. The tonnage of railway traffic 
in 1860 was estimated at 26,000,000 tons, in 1914 it 
amounted to 1,109,271,040. There has been an enormous 
growth in the movement of traffic between the north At- 
lantic states and the south Atlantic and Gulf states, but 
a comparatively small part of the traffic has moved by 
water. Coastwise lines operate between the leading cities 
of the Atlantic and Gulf seaboards, but the number of 
sailings has not been large, and the volume of traffic 
handled has been but a small fraction of the traffic moving 
by rail. : 

It cannot be truthfully asserted that the railroads offer 
a more efficient and cheaper means of transportation than 
coastwise steamships. It may be true that canal ana 
river transportation is inferior in all respects to trans- 
portation by rail, but it is not true that the inexpensive 
highway of the ocean does not offer a means of trans- 
portation certainly cheaper, and usually as rapid and safe 
as the railway lines. The mere fact that existing coast- 
wise lines have propered, with ratés lower than railroad 
rates, is sufficient evidence that it is possible to utilize 
the ocean successfully in our domestic trade. 

If coastwise transportation is cheap and practicable, 
why is it that with the great increase in the zeneral pro- 
ductivity and commerce of the country the coastwise ship- 
ping business has not made satisfactory progress? 


The answer is merely that the business has, been kept 
under control and wilfully suppressed by the railroad in- 
terests of the country. Virtually all of the coastwise 
lines on the Atlantic coast have for many years been 
directly controlled by, or closely affiliated with, powerful 
railroad interests, and these interests have also obtained 
control of a large portion of the water front of the leading 
seaports. The railroad companies have not developed 
coastwise shipping themselves, and they have succesfully 
prevented independent interests from engaging in coast- 
‘wise transportation. Time after time companies organized 
to carry on a coastwise shipping business have been de- 
stroyed by unfair methods of competition of railroads. 
In the investigation of shipping combinations by the House 
committee on the merchant marine and fisheries in 1912- 
13, abundant testimony was given as to the unfair and 
even dishonest methods which had been employed to drive 
independent shipping concerns out of the coastwise busi- 
ness. 

Among the methods utilized to prevent or overcome com- 
petition the following were of leading importance: (1) 
The prevention of the purchase of ships by independent 
companies; (2) bribing employes of .independent com- 
panies to divulge information concerning the business of 
their employers; (3) bringing influence to bear upon in- 
surance companies to discriminate against independent 
carriers; (4) granting rebates; (5) preventing independent 
carriers from making satisfactory arrangements with rail- 
road companies for the division of through rates. 


The printed testimony of the committee’s report is re- 


-plete with actual instances of how, by these methods, and 


by others equally reprehensible, the established trans- 
portation interests of the Atlantic and Pacific coasts had, 
to the detriment of the commercial interests of the en- 
tire country, throttled attempts at competition and caused 
investors in independent coastwise shipping companies to 
lose millions of dollars. 

Railroad managers have for several years been bitterly 
complaining about the treatment they have received at 
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the hands of the government and the public, asserting 
that they have been oppressed and harassed to such a 
degree that their business has been brought to the brink 
of ruin. It is unquestionably true that the methods of 
railroad regulation in the United States has been in many 
respects inimical to the best interests of the railroads and 
of the country as a whole, but it is equally true that the 
railroad managers have pursued a policy of selfishness 
which has contributed in no small measure to the virtual 
crippling of the transportation business. 

Nothing accomplished by the railroad companies in their 
efforts to perpetuate their monopoly power has resulted 
in greater loss to the country than the suppression of 
the coastwise shipping business. For several years before 
we entered the war, industry was hampered because of 
inadequate transportation facilities. Had the possibilities 
of water transportation been fully developed, not only 
would there have been less danger of a complete collapse 
of the domestic transportation service, but we would have 
had -a vastly greater tonnage to devote, if necessary, to 
overseas traffic during the war. 

Under proper arrangement for the free interchange of 
rail and water traffic, the ocean coastwise commerce of the 
United States could soon be developed to support a mer- 
chant marine of at least twelve million tons. But this 
deevlopment can occur only if provision is made for the 
active co-operation between rail and water carriers. The 


provisions of the Panama Canal act of 1912 and of the — 


shipping act of 1916 remove some of the obstructions 
which formerly stood in the way of the operation of 
coastwise shipping by independent companies. The terms 
of these laws have been opposed by the railroad com- 
panies, and the decisions of the Interstate Commerce 
Commission under the former law have been accepted 
with bad grace. The legal counsel of the Atlantic Coast 
Line Railroad endeavored to have the interstate commerce 
act construed in such a manner that coastwise lines would 
be virtually excluded from handling all except port-to-port 
traffic (49 I. C. C. 176). 


The development of a coastwise merchant marine will 
not hurt the railroad business. It will help it. Trans- 
portation and trade are mutually stimulative. Each is 
cause and effect in its relation to the other. When the 
Erie Canal was built the resulting development of the 
west made the construction of new transportation lines 
imperative. And each new line brought added commer- 
cial development, which in turn created the demand for 
better transportation. The first transcontinental railroad 
line unquestionably made possible the ultimate construc- 
tion of others. The construction of electric interurban 
lines in the middle west has resulted, not in the decrease 
of steam railroad traffic, but in its expansion. And yet 
there has not been an electric line constructed without 
the bitter opposition of steam railroad interests. The 
same principle -is true in connection with the improvement 
of terminals, New York does not have the unified termi- 
nal which the commerce of the city requires, merely be- 
cause the various railroad lines refuse to give up the 
exclusive control of their individual sites. If the mana- 
gers of the railroad lines could only be brought to realize 
that a unified terminal would ultimately give a vast in: 
crease of business to all the railroads, that the decrease 
in cost would result in the enhancement of profit on every 
ton of freight carried, that the improvement of the ter- 
minal would be of the greatest importance in adding to 
the commerce of the port and of the nation, perhaps it 
would be possibile to secure co-operative action. 

There are sound economic reasons for the future em- 
ployment of a large portion of the merchant ship tonnage 
now being constructed in the coastwise business. If the 
railroad managers are not willing to draw a lesson from 
the past and adopt a policy of progress and improvement 
instead of a policy of suppression and exclusion, steps 
must be taken to compel their co-operation and to destroy 
their power to stand in the way of what manifestly makes 
for the best interests of the commerce and industry of 
the nation. 


chairman Eastern Freight Traffic Com- 
mittee, announces that information regarding freight rates 
heretofore supplied by the agency of the Southern Pacific 
Lines in New York City will be furnished by the Lehigh 
Valley Railroad, Fred E. Signer, general eastern freight 
agent, 143 Liberty street, New York City; telephone, Cort- 
land 4902. 


B. Campbell, 
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ARGUE TENTATIVE REPORT 


The Trafic World Washington BP ureay, 


Arguments were made on November 21 on the tentative 
report submitted by Attorney-Examiner Barclay on No, 
10,080, R. T. Feltus Lumber Co. et al. vs. Great Northern 
et al., in which the reasonableness of the cubical capacity 
rule, as applied: to lumber, is under attack. The tentative 
report condemns part of the rule, but in a general way 
it approves it. 

The Commission, in its general lumber minima inves. 
tigation, is considering the same subject. Testimony was 
to be taken on that point at Chicago November 25. For 
that reason more than ordinary interest was taken in 
the arguments on November 21, attorneys for lumber 
companies that are not interveners in this case lisiening 
to the arguments so as to be prépared for the larger at- 
tack at Chicago. 

The arguments were made by John S. Burchmore for 
the complainant, by R. J. Knott for the Western Pine 
Manufacturers’ Association, intervener in behalf of the 
complainant, and B. W. Scandrett, for the horthern trans- 
continental carriers, the ones that devised the cubical 
capacity rules for application to lumber. The first men- 
tioned said in effect the rule is notice by the carriers 
that they will consider any car other than the forty-foot 
box to be an extraordinary car, when asked for by a man 
intending to ship lumber; that the rule fits neither the 
cars the Great Northern has nor the lumber to be shipped 
and is impossible of application, because no two experts 
will agree that a shipment loaded in a given car could 
have been loaded in a car of the size ordered by the 
shipper. 

Mr. Burchmore pointed out that cars of the same length 
are not of the same cubical capacity; that some 34-foot 
cars are of greater cubical capacity than the 36-foot car 
that is the standard in all classes of traffic except lumber 
transported on the northern transcontinental lines and 
that the working of the rule is to penalize every shipper 
who is not lucky in getting a car of the kind he can use 
in the lottery in which he engages when he orders a 
particular size. He pointed out that 32, 33 and 50 foot 
cars are the ones that lend themselves best to the loading 
of the standard lengths of lumber, yet every car of the 
lengths mentioned is put down as a car of extraordinary 
size, which the Great Northern does not hold itself out 
to furnish, although it has thousands of cars of the lengths 
mentioned. 


RAILROAD EXPENDITURES 


The Trafic World Washington Bureau. 


A summary of authorizations and expenditures in con- 
nection with work chargeable as to capital account for all 
class 1 railroads as of November 10, 1918, prepared by Rob- 
ert S. Lovett, director Division of Capital Expenditures, 
made public November 15 by Director-General McAdoo, 
shows that a total of $403,864,950 was spent from January 
1, 1918, to.September 30, 1918, for all work. 

Of this amount, $173,716,897 was spent for additions and 
betterments, $216,186,206 was spent for equipment, and 
$13,961,847 for construction of extensions, branches, etc. 
Total spent represents 34.3 per cent of the amount specific- 
ally authorized during the calendar year 1918, which totals 
$1,002,513,844. 

A total of $433,731,488 was included in the 1918 budget 
for additions and betterments, and $52,825,757 had been 
added to the budget up to November 10, 1918, for the same 
purposes. For equipment, $486,979,925 was included in 
the 1918 budget, and $6,580,113 has been added since. For 
additions and betterments, $121,099,793 had been spe 
cifically authorized up to November 10, 1918, chargeable to 
operating expenses, and $490,549,941 had been specifically 
authorized chargeable to capital account. For equipment, 
$19,276,960 had been specifically authorized up to November 
10, 1918, chargeable to operating expenses, and $646,235, 
905 had been specifically authorized chargeable to capital 
account. 


Until further ordered, the Director-General has approved 
payment by carriers of assessments for current expenses 
of the following associations, such payments to be charged 
to operation: Cincinnati Local Freight Agents’ Associa 
tion, Local Freight Agents’ Association of Houston, Te* 
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A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions are Welcomed 


STORE-DOOR DELIVERY 


Editor The Traffic World: 

The subject of store-door delivery at the port of New 
york as suggested by the committee of commissioners ap- 
pointed by Director-General McAdoo is one worthy of dis- 
cussion in our Traffic World forum. This subject interests 
not only the port of New York, but is of vital importance 
to shippers in all our big cities. 

The successful operation of this system in New York City 
may revolutionize the very foundation of national trans- 
portation. Perhaps it will ultimately result in a single 


organization to handle shipments from the store door of- 


the consignor to the store door of the consignee. 
Letters on this subject are now in order. 
Gillette Safety Razor Company, 
Leo F.. Caldwell, Traffic Manager. 
Boston, Mass., November 22, 1918. 


OPPOSES MILEAGE SCALES 


Editor The Traffic World: 

I am in receipt of schedule of proposed standard or 
mileage scale of class rates for the southeastern territory. 

While I have not carefully examined or thoroughly 
checked out these proposed rates, I have examined them 
enough to know that the mean quite an increase in our 
present, already very high, freight rates. 

Answering three questions submitted (in a recent cir- 
cular from C. A. Prouty, I might do so as follows: 

First—“Should a uniform classification be established 
in this country at the present time and, if so, may the 
Western Classification be taken as the basis of that 
wiiform classification?” 

I would say, no. The present conditions are not op- 
portune for adopting a uniform classification, and certainly 
the Western Classification is not the proper basis, any 
more than would be the Southern Classification; in fact, 
less so. 

Second—“Should a mileage schedule of class rates be 
applied at this time to the southeastern territory?” 

I would say that our rates at present in the southeast 
are too high, having been increased two or three times 
in the past two years, in addition to the 25 per cent in- 
crease placed on us under General Order No. 28, effective 
June 25. A great many of our rates have also been in- 
creased in the past three or four years by advance in 
classification. : 

Third—“If such schedule should be applied, is the scale 
presented a proper one?” 


I would also answer this in the negative, since the pro- 
posed scale materially increases the present rates in the 
southeast under the application of both the Southern and 
Western classifications, and we don’t feel that our rates 
should be further increased, and we most certainly object 
to adopting the present Western Classification to apply 
to rates in the southeast. 


We don’t believe that this is the proper time to make 
any change, especially increases in either the classifica- 
tion or rates. The shippers, manufacturers, etc., in the 
southeast, as well as throughout the United States, have 
been forced to stand the burden of increased transporta- 
tion rates placed on them by the carriers during the past 
two years, and in many instances unreasonable and un- 
just; but, through patriotism and and a desire to do 
everything possible to win the war and not throw any 
obstacle in the way, the people have patiently and willingly 
submitied ‘to these increases in rates as an additional 
burden. But the time has about arrived when the people, 
Mcluding the shippers, are going to make complaint and 
enter protest, not only to prevent the proposed increase 








in freight rates, etc., but to be relieved, to some extent, 
by demanding a modification in some of these already 
excessive rates of transportation, etc. 

There is no doubt that manufacturing conditions, as 
well as all commercial business, will have to go through 
an adjustment in the near future, and when that is ac- 
complished it will be time enough to undertake to adjust 
the rates of transportation, and on a lower basis than the 
present rates. 

I trust the Railroad Administration and the Interstate 
Commerce Commission will find it consistent to postpone 
action or abandon altogether the idea of further increas- 
ing the freight rates. 

C. W. Chears, Traffic Manager, 
Cotton Manufacturers’ Association of Georgia. 
Chattanooga, Tenn., Nov, 11, 1918. 


OCEAN SHIPPING 


Editor The Traffic World: 

We read with a great deal of interest the notice in 
your issue of November 16, that you intended to publish 
a series of articles by Professor Grover C. Huebner on 
ocean shipping. 

I have always thought that this country has sadly neg- 
lected the opportunities for foreign commerce, and, after 
the war activities cease, our facilities for supplying other 
countries with our goods will have greatly increased. 1 
think this applies particularly to South America, and that, 
in connection with the study of rules and regulations of 
ocean shipping, a man could very well employ his time 
to good advantage by securing at least a working knowl- 
edge of Spanish. 

One of our great faults on our export business has 
been poor packing. We do not seem to know how, or do 
not want to take the time, to properly pack goods for 
foreign shipment. 

Many manufacturers and exporters will be looking for 
new foreign fields for their goods, and the man who can 
get these goods from the factory to these foreign ecoun- 
tries will be a valuable man to these manufacturers. 

These articles should be read with interest, in any 
event, because a great many of the traffic men in this 
country have to run to a custom house broker when 
they want to import a shipment from a foreign country 
into this country. 

R. Flickinger, Traffic Manager, 
The Morey Mercantile Co. 
Denver, Colo., Nov. 19, 1918. 


EMBARGO INFORMATION 


Editor The Traffic World: 

On page 951 of The Traffic World for November 16 is 
an extract from Car Service Circular C.S.-37, which has 
been interpreted by the railroads as instructing them to 
cease making any distribution of their embargoes to 
shippers. 


Although I have already forwarded a letter of protest 
to W. C. Kendall, manager of the Car Service Section, at 
Washington, in regard to this interpretation, I feel that 
this matter should have more publicity than was given 
to it in the November 16 issue and would, therefore, re- 
quest that you take some action to acquaint shippers 
with what the enforcement of this circular means to 
them. 

By refusing to furnish shippers with copies of their 
embargoes, the railroads put the large shipper to a great 
deal of additional expense, due to extra telephone calls 
and time of clerks wasted in making these calls, as at 
the height of the winter season it would be unwise to 
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prepare shipments for forwarding to any point without 
first ascertaining from the railroad company whether or 
not the destination of the shipment is at that time em- 
bargoed. : 

The company, located at a central point, such as New 
York, Chicago, Buffalo, etc., and making shipments to 
many points in the United States, can, if its traffic man- 
ager is thoroughly posted on the embargoes of the various 
railroads, continue to do business even in a winter such 
as was experienced last year, when more routes were 
closed by embargoes than were open for handling freight, 
but to acquire this familiarity with the embargo situation 
and to trace out possible open routes via which traffic 
may travel, requires that the various embargoes be care- 
fully studied and corelated, and this cannot be done un- 
less the embargoes are in your own possession. This 
service could not be obtained from the railroad agents 
or representatives under the present conditions, as these 
agents and representatives are too busy to give the neces- 
sary time and study to this matter for the benefit of one 
particular shipper; besides which, they have not the em- 
bargoes of other roads at hand to compare with pub- 
lications of their own road; also the incentive to perform 
this extra work is lacking, due to the elimination of com- 
petition under the present government administration. 

The reason for the issuance of this order, as given in 
the first paragraph, is “to insure uniformity of practice 
with respect to furnishing information to the public rela- 
tive to embargoes.” On this basis and changing the word 
“embargoes” in the above quotation to “rates,” the lines 
under government control should at once cease furnishing 
copies of their tariffs to shippers who make request for 
this service. It is unnecessary to elaborate on the end- 
less trouble and confusion which would be caused both 
to the railroads and to shippers by this application of 
the theory of this order, yet this would be the only logical 
course to pursue so as to insure uniformity of practice 
with respect to furnishing information to the public, as it 
is manifestly impossible to supply every shipper in the 
country with tariffs covering movement of his shipments. 

It may be said that tariffs become law after being filed 
with the.Interstate Commerce Commission, and, as ship- 
pers are required to know the law, it is proper to furnish 
those who need them with copies of the tariffs. If it is 
necessary that shippers know the law, it is just so much 
more important that they be familiar with embargoes, 
which presume to set aside the application of the law 
by suspending the movement of freight, provided for by 
lawful tariffs, over certain routes, indefinitely, and without 
notice to the public or the Interstate Commerce Com- 
mission, or the filing of these embargoes with any rec- 
ognized government officer. 

Of course, at the present time, when there are com- 
paratively few embargoes in operation, it is no great hard- 
ship for a shipper to obtain information as to embargoes 
from the railroad representatives, but when the bad 
weather commences, as it soon will, the shipper must 
have all possible information at his fingers’ ends, and 
something should be done to obtain relief from this regu- 
lation prior to the arrival of the real winter weather. 

C. R. Scharff, Traffic Director, Chevrolet Motor Co. 

New York, Noy. 20, 1918. 


OPPOSES MILEAGE SCALES 


Editor The Traffic World: 

Referring to your private (daily) issue, number 5307, 
Wednesday, November 6, under the caption, “No Protests 
Yet Made on Proposed Mileage Scales,” this is to advise 
you that this association, representing the largest tonnage, 
outside of lumber and grain, opposes the scale suggested 
and will do everything that we possibly can to prevent 
its adoption. We have already addressed our senators 
and representatives in Congress, asking them to oppose 
this theoretical proposition, and we will attempt to state 
in a more detailed form our objections. 

We do not think that the time has yet arrived in this 
great country where entire commercial conditions should 
be disrupted by the adoption of a general mileage scale 
of rates. 

We think the adoption of the proposition i8 so far- 
reaching and the actual result of this step would be such 
a readjustment of present conditions and such a radical 
change, that it is our purpose to oppose its adoption, be- 
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cause we do not think it is practical or based on rate. 
making principles. 
A. R. Bragg, Traffic Manager. 
Merchants’ Freight Bureau. 
Little Rock, Ark., Nov. 11, 1918. 


THE TRAFFIC COMMITTEES 


Editor The Traffic World: 

I note your editorial in your issue of November 9, “Ship- 
pers’ Representation.” It might be that in Western and 
Southern territory railroad matters and rate adjustments 
are handled in a very different manner from the way the 
same subjects are covered in the east. I am inclined to 
believe that there is a vast difference between the ter- 
ritories, as shown by my comment appearing in your issue 
of the 9th. 

In the east it appears that the Railroad Administration 
has torn apart completely traffic organizations previously 
in existence when the carriers were handling their own 
rate matters. All that exists now of the Trunk Line car. 
riers’ previous organization is an official generally known 
as “chief of tariff bureau” or acting in that capacity, with 
no authority to act without an F. A. from Washington, 
» ©. : 

_The slightest change in the existing rates, either mal- 
adjustments, publication of rates to new stations, or— 
more important—the adjustment of rates on producis of 
new industries, must be handled by the local traffic com- 
mittees, and these committees are held down to very 
stringent and positive rules, conveyed to them by the re- 
gional traffe committees, which has had the effect of 
making it almost impossible to secure any relief regardless 
of -the merits, of the complaints. 

It would seem that shipping organizations and people 
interested in the rate situations have apparently given up 
any idea of securing any relief through these local traffic 
organizations, but are apparently waiting until the carriers 
are returned to their owners. 

On the general subject of “shippers’ representation,” 
all that these committees, as they are operated in the east, 
do is to make a slow, methodical investigation and report. 
It seems ridiculous to assume that such organizations are 
supposed to be substituted for what was a compromise 
makeshift consisting of the board of suspension, as run 
under the Interstate Commerce Commission. 

Most shippers had lost confidence in this scheme, as a 
protest presented for suspension required as much work 
as if the complainant had gone to the Commission with 
a formal complaint, and the work had to be done in a 
very few days; instead of the carriers being compelled 
to make full justification before the board of suspension, 
the actual operation got down to a grilling of the protest- 
ant by the carriers’ representatives. 

The changing of rates on orders by the Railroad Admin- 
istration not subject to suspension should be abolished 
by Congress, now that the war is won. 

What shippers need is more backbone behind the sus- 
pension board, with the absolute right to have the ad- 
vances or-changes suspended on formal printed protests 
in which a financial interest in the rate changes is shown 
and prompter action by the Commission on complaint. 
It now takes about two months to get a complaint even 
docketed before the Commission. 

F. W. Pancoast. 


New York, N. Y., Nov. 13, 1918. 


Will Mr. Pancoast please send details as to his mail: address? 
Letters sent to him at the street address he gives are re- 
turned.—Editor The Traffic World. 


CHANGES IN DOCKET 

The Commission has cancelled the argument set for 
November 21 at Washington, D. C., in case 10188, City of 
East Liverpool, Ohio, vs. Steubenville, East Liverpool and 
Beaver Val. Traction Co. 

The Commission cancelled the hearings set for Novel 
ber 20 at Columbus, Ohio, before Examiner Pattison in casé 
10252, the Ohio Cities Gas Co. vs. W. G. McAdoo, Director 
General of R. R. et al. 

The Commission cancelled the hearing set for November 
25 at Louisville, Ky., in case 10247, Sou. Hardwood Traffic 
Assn. vs. W. G. McAdoo, Director-General of R. R. et al. 
and reassigned it for hearing November 22 before Exam 
iner Pattison at Louisville. 
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INCREASE FOR STATION AGENTS 


The Traffic World Washington Bureau. 


Director-General McAdoo, November 23, in supplement 
No. 11 to General Order No. 27, ordered increases in 
the wages of station agents, other than telegraph oper- 
ators. No estimate as to the cost of these advances was 
made. The supplement is as follows: 

Effective Oct. 1, 1918, superseding General Order No. 
27, and in lieu thereof as to the employes herein named, 
the following rates of pay, rules for overtime and work- 
ing conditions upon railroads under federal control are 
hereby ordered: 

ARTICLE 1. 


Rates of Pay. 


For agents, except as provided for in Article IV, whose 
regular assignment does not require the sending or re- 
ceiving of railroad train orders or messages by telephone 
or telegraph, establish a basic minimum rate of seventy 
($70) dollars per month, and to this basic minimum rate 
add all rates of seventy ($70) dollars and above, in effect 
as of Jan. 1, 1918, prior to the application of General 
Order No. 27, add twenty-five ($25) dollars per month, 
establishing a minimum rate of ninety-five ($95) dollars 
per month. 


ARTICLE Il. 
Maximum Monthly Wage. 


No part of the increases provided for in this order shall 
be applied to establish a.salary in excess of two hundred 
and fifty €$250) dollars per month. 


ARTICLE Ill. 
Preservation of Rates. 


(a) The minimum rates and all rates in excess thereof 
as herein established, and higher rates which have been 
authorizd since Jan. 1, 1918, except by General Order 
No. 27, shall be preserved. 


(b) Employes temporarily or permanently assigned to 
higher rated positions shall receive the higher rates while 
occupying such positions; employes temporarily assigned 
to lower rated positions shall not have their rates reduced. 


ARTICLE IV. 
Exceptions. 


(a) The provisions of this order will not apply in cases 
where amounts less than thirty ($30) dollars per month 
are paid to individuals for special service which only 
takes a portion of their time from outside employment 
or business. 


(b) For agents (except those provided for in Article I 
and in section a, Article IV) whose compensation as of 
Jan. 1, 1918, was upon a commission basis, or upon a 
combination of salary and commission (not including ex- 
press or outside commissions), and for agents at the 
smaller stations where the salary as of Jan. 1,°1918, prior 
to the appl.cation of General Order No. 27, was $50 per 
month or less, add $25 per month to the rates in effect 
ah 1918, prior to the application of General Order 
No. 27. 

ARTICLE V. 


Hours of Service. 


Bight (8) consecutive hours, exclusive of the meal pe- 
riod, shall constitute a day’s work. 


ARTICLE VI. 
Overtime and Calls. 


(a) Where there is no existing agreement or practice 
more favorable to the employes, overtime shall be com- 
buted for the ninth and tenth hour of continuous. serv- 
Ice pro rata on the actual minute basis, and thereafter 
at the rate of time and one-half time. Even hours will 
be paid for at the end of each pay period. Fractions 
thereof will be carried forward. 


_(b) Employes who are notified or called to work out- 
side the eight consecutive hours, exclusive of the meal 
period ind continuous service, constituting their regular 
assignment, shall be paid a minimum allowance of three 
ours {sr two hours’ work or less; if held over two hours, 
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time and one-half time will be paid, computed on the min- 
ute basis. 

(c) Exclusive of employes whose regular assignment 
includes Sundays and or holidays, employes notified or 
called to work on Sundays and or holidays, will be paid 
not less than the minimum allowance of three hours, and 
where no existing agreement or practice is more favor- 
able, such employes will be paid at their regular rates. 

(d) Employes will not be required to suspend work 
during regular hours to absorb overtime. 


ARTICLE VII. 
Discipline and Grievances. 


(a) An employe disciplined, or who considers him- 
self unjustly treated, shall have a fair and impartial hear- 
ing, provided written request is presented to his immediate 
superior within five (5) days of the date of the advice of 
discipline, and the hearing shall be granted within five 
(5) days thereafter. 

(b) A decision will be rendered within seven (7) days 
after completion of hearing. If- an appeal is taken, it 
must be filed with the next higher official and a copy 
furnished the official whose decision is appealed within 
five (5) days after date of decision. The hearing and 
decision on the appeal shall be governed by the time 
limits of the preceding section. 

(c) At the hearing, or on the appeal, the employes 
may be assisted by a committee of employes, or by one 
or more duly accredited representatives. 

(d) The right of appeal by employes or representa- 
tives, in regular order of succession and in’ the manner 
prescribed, up to and inclusive of the highest official des- 
ignated by the railroad to whom appeals may be made 
is hereby established. 

(e) An employe on request will be given a letter stat- 
ing the cause of discipline. A transcript of the evidence 
taken at the investigation or on the appeal will be fur- 
fiished on request to the employe or representative. 

(f) If the final decision decrees that charges against 
employe were not sustained, the record shall be cleared 
of the charge; if suspended or dismissed, the employe 
will be returned to former position and paid for all time 
lost. 

(g) Committee of employes shall be granted leave of 
absence and free transportation for the adjustment of 
differences between the railroad and the employes. 


ARTICLE VIII. 
Rules for Application of This Order. - 


(a) It is not the intention of this order to change the 
number of days per month for monthly paid employes. 
The increases per month provided for herein shall apply 
to the same number of days per month which were worked 
as of Jan. 1, 1918. 

(b) The pay of female employes, for the same class 
of work, shall be the same as that of men, and their 
working conditions must be healthful and fitted to their 
needs. The laws enacted for the government of their 
employment .must be observed. 


ARTICLE IX. 
interpretation of This Order. 


The rates of pay and rules herein established shall 
be incorporated into existing agreements and into agree- 
ments which may be reached in the future, on the sev- 
eral railroads; and should differences arise between the 
management and the employes of any of the railroads as 
to such incorporation, intent, or application of this order, 
prior to the creation of additional railway boards of ad- 
justment, such questions of differences shall be referred 
to the director of the Division of Labor for decision, when 
properly presented, subject always to review by the Di- 
rector-General. 

Agreements or practices, except as changed by this 
order, remain in effect. 


CANADIANS BUY BONDS 

Director-General McAdoo announced November 19 that a 
report from R. H. Aishton, regional director of the North- 
western Region, shows that Canadians took a deep interest 
in*the Fourth American Liberty Loan, as demonstrated by 
the fact that railroad employes on the lines of the Great 
Northern in Canada subscribed for $76,800 worth of bonds 
of that loan. : 
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DETENTION OF PRIVATE CAR 


Following is the report of the special master in chanc- 
ery in the District Court of the United States, for the 
eastern division of the eastern district of Missouri in the 
case of the Guaranty Trust Company of New York and 
Benjamin F. Edwards, as trustees, complainants, vs. the 
Missouri Pacific Railway Company, defendant, on the claim 
of the Empire Refineries, Incorporated, for detention of 
its private tank car by receiver: 

“By this proceeding, the Empire Refineries, Incorpor- 
ated, seeks to recover from B. F. Bush, as receiver herein, 
the sum of two hundred ninety-seven dollars and seventy 
cents ($297.70) for the use of a tank car owned by 


claimant. 
“The agreed statement of facts, signed by the parties 
hereto, is adopted by the special master as his finding 


of facts, and reads as follows: 


It is hereby stipulated and agreed that this claim may be 
patos to the special master on the following statements of 
acts: 

There appear to have been two tank cars in possession of the 
receiver on the same date, which cars bore the same number 
and very similar symbols, to-wit, CURX 519 and CDRX 519. 

Car CURX 519, for the detention of which this claim is filed, 
should have gone to the Pierce Oil Corporation at St. Louis. 
’ Car CDRX 519 was billed and properly forwarded to Avondale, 
N. J. Through error, Car CURX 519 was tendered The Wiggins 
Ferry, and by it transmitted to the Clover Leaf, with a copy 
of waybill for Car CDRX 519, which billing, of course, showed 
the destination as Avondale, N. J. The connecting carriers did 
not notice the discrepancy between the billing and the car 
symbols, and erroneously forwardded Car CURX 519 to Avon- 
dale, N. J., on the billing that was intended for Car CDRX 519. 

This error took place March 8, 1917, and car was-not returned 
to St. Louis until June 17, 1917, for which claim is made at the 
rate of $90 per month, making a total of $297.70. 

The following tariff provisions were in effect at the time of 
the movements in question and for a long time prior thereto, 
to-wit: 

“Section 1. Where the classification provides ratings on com- 
modities in tank cars, such ratings do not obligate the carrier 
to furnish tank cars in case the carrier does not own or has 
not made arrangements for supplying such equipment. . 

“Section 2. When tank cars of private ownership are_fur- 
nished by shippers or owners, mileage at the rate of three- 
quarters (%) of a cent per mile will be allowed on loaded and 
empty movement, provided they are properly equipped. No 
mileage will be allowed on such cars switched at terminals nor 
for movement under empty freight car tariffs. 

a * 


“Private tank cars will be moved empty, without charge, at 
the time movement is made between stations or junction points 
on the lines of these companies (either individually or jointly). 
including delivery to connecting lines subject to the following 
conditions: 

“Should the aggregate empty mileage of any owner’s cars 
on June 30th of each year, or at the close of any such. yearly 
period that may be mutually agreed upon, exceed the aggre- 
gate loaded mileage on the lines of these companies, individ- 
ually (or jointly when mileage accounts are computed jointly), 
such excess must be paid for by the owner, either by an equiva- 
lent loaded mileage during the succeeding six months, or at rate 
of ten (10) cents per mile plus the mileage that has been paid 
by the carriers to the owners on such excess empty mileage. 
Any excess of loaded mileage over empty mileage of any own- 
er’s cars at the end of the accounting period will be continued 
as a credit against the empty movement of such cars for the 
ensuing twelve months. 

“Private tank car owners must assume responsibility for any 
excess empty mileage resulting from improper delivery of their 
-cars by connecting lires. P 

“New cars or newly acquired cars moved empty to home or 
loading point by order of the owners must be billed at regular 
tariff rates.’’ 

The foregoing are the only tariff provisions relating to the 
handling of and compensation for private,tank cars, aside from 
certain provisions of the demurrage tariffs which are not rele- 
vant to the issues here presented. 

The American Railway Association is an organization repre- 
senting most of the railroads of this country, which associaton 
prescribes certain rules for the interchange of the cars of the 
various railroads, known as its Code of Car Service Rules, 
which are in the nature of an agreement between the various 
railroads. The private car owners are not members of this 
association, and had no voice in making the rules referred to. 

During the past few years the Code of Car Service Rules has 
provided the following per diem allowance to be paid by each 
of said railroad companies for foreign line equipment upon its 
rails, to-wit: January 13, 1913, to December 14, 1916, 45 cents; 
December 15, 1916, to March 31, 1917, 60 cents; April 1, 1917, to 
August 31, 1917, 75 cents; and September 1, 1917, to date, 60 
cents. This per diem relates to ordinary freight cars. No per 
diem allowance is authorized for refrigerator cars, tank cars 
and other private equipment, but the tariffs of the various rail- 
roads make, and have made for a number of years, an allow- 
ance of from three-fourth to one cent per mile to be paid the 
owner of said equipment by the line over which the equipment 
moves, regardless of whether it is empty or loaded, and this is 
supposed to take the place of per diem on railroad equipment. 

A large per cent of the refrigerator cars are owned by equip- 
ment companies which do no shipping, but rely upon the tariff 
allowance aforesaid for their profit and compensation for the use 
of their cars. Most of the tank cars, however, are owned by 
private companies, who either ship their own commodities in 


* * 
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said cars, or lease the cars-to other shippers by the month 
the year. 

During the year 1915 the rental usually paid for such tan:. cars 
was from $20 to $25 per month. During 1916, the rental value 
advanced to about $30 per car, and at the time the claims jn 
question accrued, such cars, due to the abnormal conc itions 
occasioned by the war, were renting for $90 per month, or $5 
per day where the use was limited to several days. The « wners 
of tank cars are not members of the American Railway Asso- 
ciation, but all of them are familiar with the fact tht the 
American Railway Association prints and issues certain car 
service rules, which are available to all private car owne:, and 
—eor if not all, of the private car owners have copies o! saiq 
rules. 

Since 1911 the Rule Book of the American Railway Asso: iation 
has contained the following resolution: 

“Resolved, That no penalty payment for delay for dive:sions 
or any other payment, can be made properly and legully to 
private car lines for their cars, excepting such as are autl.orizeq 
in tariffs filed with the Interstate Commerce Commission."’ 

This resolution has been consistently observed by the Missouri 
Pacific Ry. Co. and its receiver, and no claims of the knd re- 
ferred to have ever been paid by them. 

It is further admitted that the average movement of tank cars 
over the line of the Missouri Pacific during 1915 was 84.51 miles 
per day and the average movement during 1917 over the line of 
the receiver, based upon figures compiled for February, 1917, 
was 65.87 miles per day, but itis claimed by intervener that 
the present average mileage of such cars throughout the entire 
country is lower than the foregoing. 

There is no contract or tariff provision providing that the 
owners of private tank cars shall have the exclusive use thereof, 
As a matter of fact, however, the railroads do, for the most 
part, consult the wishes of the owners or lesses of such equip- 
ment with respect to the disposition and movement of same, 
although when occasion requires a railroad company to use a 
tank car and it has none of its own available, the railroad com- 
panies have never hestitated to appropriate a private tank car 
for such use. - Moreover, in many instances, and often against 
the wish and instructions of the owner, empty private tank cars 
are loaded with the commodities of other shippers, but usually 
in such cases for transportation in the same direction or to the 
same point that the empty car is being moved under instruc- 
tions from the owner, except in cases of emergency, when a 
private tank car is Used to transfer the contents of a damaged 
car, in which case it may move without regard to the home 
destination of the car. 

Neither the Missouri Pacific Ry. 
owned any tank cars. 

“The instant case is one of first impression. No de: 
cisions have been found which relate to the question in- 
volved. An exhaustive discussion of the general subject 
of private cars has recently been issued by the Interstate 
Commerce Commission entitled, In the Matter of Private 
Cars (No. 4906), a copy of which is hereto attached (50 
I. G. C. 652). This investigation. resulted in the order 
of the Interstate Commerce Commission of July 31, 1918, 
increasing the amount paid private tank car owners from 
three-quarters (34) to one (1) cent per mile, and a further 
order to the effect that no demurrage shall be charged to 
owners of private cars while such cars are standing on 
the tracks of the owners. 

“From a careful reading of the foregoing decision of 
the Interstate Commerce Commission and the various 
court decisions cited therein, the special master has 
reached the following conclusions: 

“(1) That the only compensation which an owner of a 
private car—such as the one in question—is entitled to 
receive is that provided in the tariff. 

“(2) That as the tariff in force at the time the receiver 
used the car in question did not provide for compensation 
on any other basis than that of mileage, claimant is not 
entitled to recover on the cause of action herein sued 
upon. 

“(3) That if the compensation provided for on the mile 
age basis in the tariff is too low, then the only remedy 
claimant has is to appear before the Interstate Commerce 
Commission and submit such evidence as he may have for 
the purpose of having the tariff raised or such other 
changes made in its provisions as may be necessary. ID 
other words, it is an administrative matter on which the 
Commission must first act before the courts have juris: 
diction. 

“The special master therefore respectfully recommends 
that said claim be not allowed as a claim against B. F. 
Rush, as receiver.” 


r by 


Co. nor B. F. Bush, receiver, 


W. F. T. COM. DOCKET. 


The following additional question has been docketed 
by the Western Freight Traffic Committee for hearing 
on December 3 in connection with the question of im 
creased charges on ice and salt furnished in connection 
with the re-icing of perishable freight in carloads i 
Western territory—when ice is furnished in Nebraska, 4 
proposed charge of $4 per ton. 
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Legal Department 


In this department a legal expert answers simple questions relating 

to the law of ‘nterstate_transportation of freight. eaders desiring 

ial service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 


Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Consignor Liable for Freight Charges 


Pennsylvania.—Question: We have noted with interest 
on page 897 of the November 9th issue of The Traffic 
World, decision rendered regarding liability of freight 
charges through bankruptcy of consignee, as enumerated 
by you through “Ohio.” We have also read your series of 
September 7 and 21 regarding this matter and there is yet 
one point that is not clear. 

When the transportation company enters into an agree- 
ment with the consignee to allow him acceptance of freight 
on credit basis, is not the transportation company sup- 
posed to call on the consignee for bond, whereby the 
charges are guaranteed, and in the event of consignee failing 
to pay freight charges does not liability automatically fall 
on the bondsmen? It doee not seem right that where a 
frm goes into bankruptcy the shipper should be compelled 
to stand for the loss of freight charges as well as his own 
invoice loss, due to the fault of the railroad not calling 
fora guarantee of such charges. 

Answer: Prior to the time when.the government took 
over the operation of the transportation system during the 
war period, there was no legal obligation on the part of 
interstate rail carrier to require a consignee to give a bond 
for the payment of freight charges that were to be collected 
at destination, and that were not collected at the time of 
the delivery of the shipment to the consignee. Conse- 
quently, many carriers had credit arrangements with vari- 
ous consignees and ‘the law allowed carriers to deal on 
credit with certain patrons and refuse to do so with others, 
without being charged with a discrimination that is unlaw- 
ful under the act. However, effective July 1, 1918, by Gen- 
eral Order No. 25, issued by the Railroad Administration, 
the collection of transportation charges was practically 
placed on a cash basis, except that where the enforcement 
of such a rule would retard prompt forwarding or delivery 
of the freight, in which event carriers might extend credit 
fora period of not exceeding forty-eight hours after deliv- 
ery at destination, if it be a collect consignment, provided 
the consignee filed a surety bond in an amount satisfac- 
tory to the treasurer of the carrier. 

It must be remembered that the law imposes upon the 
carrier the duty to collect freight charges. Section 6 of 
the act requires the carrier strictly to observe the rates 
filed and published with the Interstate Commerce Commis- 
sion, and forbids it to collect a greater or less or different 
compensation for the transportation of property. In Rule 
314, Conference Rulings Bulletin 6, the Commission said 
that the law requires the carrier to collect and the party 


legally responsible to pay the lawfully established rate- 


without deviation therefrom. And that it was the carrier’s 
duty to exhaust its legal remedies against the party legally 
responsible for the same. Since the law imposes upon the 
carrier the absolute duty to collect freight charges, it may 
proceed against either the consignor, as the party with 
whom the contract of shipment was made, or against the 
consignee as the presumptive owner of the goods. Even the 
insertion of a clause in the bill of lading to the effect that 
the consignee is to pay. the freight does not relieve the con- 
Signor from that liability, since such a provision is for the 
benefit of the carrier, and it may hold the consignor liable 
upon the contract of shipment. So that in almost every in- 
Stance the consignor is liable for the freight charges when- 
ever the carrier cannot or does not collect the same from 
the consignee. 


Ascertaining Weights at Shipping Point 

Ohio.--Question: The A. B. Co. of Cleveland, Ohio, 
shipped us a carload of angle and bar iron, same moving 
from Cieveland-Pa. R. R. to Cincinnati. The railroad com- 
bany showing total weight over their track scale of 51,100 
pounds ind upon arrival of this car same was weighed over 
the city scales showing a weight of 48,260 pounds. This 
Was a shortage in weight of 2,840 pounds. We also have 
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a certified copy of invoice from the shipper showing the 
total weight in the car to be 44,340 pounds. 

We corrected the expense bill to the proper amount 
shown by city scale—48,260 pounds, at the rate of 21.5 per 
hundred. The cashier of the Pa. Lines of Cincinnati 
claims that all bills on cars weighed on track scales must 
be paid as shown by their weights, regardless of ship- 
per’s weights or the consignee’s city scale weights. There 
being three different weights shown, it is evident that 
either the consignor, the railroad or the consignee is in 
the wrong. We understand, however, that this is intra 
state and is, as a rule, governed by the state commission. 
We, however, would like to know if there is any ruling 
that would force us to pay for something we had not re- 
ceived. In view of the fact that the consignor has billed 
us with 44,340 pounds and as the invoice will be paid on 
these weights, we believe the freight bill should be gov- 
erned by the consignor’s weight. 

We also had another case of an interstate movement 
of a carload of iron, same moving from Indianapolis, Ind., 
via Pa. R. R. to Cincinnati. The city scale weights at 
Cincinnati showed a shortage in weight of some 7,000 
pounds. - We filed claim with the Pa. R. R. in this case; 
they, however, refused to settle this claim on account of 
their track scale weights, which they stated were abso- 
lutely correct. However, the city scale weights at Cin- 
cinnati were short 7,000 pounds. 

Answer: The first mentioned shipment being an intra- 
state one, is governed by the rules of the Public Utilities 
Commission of Ohio and the laws of that state, with which 
we are not familiar. However, we might‘state that if the 
shipper or owner can prove by convincing evidence that 
the carrier’s scale weights at point of shipment are incor- 
rect, that the carrier cannot charge the rate based on such 
weights. In interstate shipments the Interstate Commerce 
Commission has held that a rule of the carrier to the effect 
that charges on shipments will be assessed on weights as- 
certained at carrier’s regular weighing stations, and that 
this rule will not be departed from is unreasonable. Aetna 
Portland Cement Co. vs. D. G. H. & M. Ry., 46 I. C. C. 409. 
Carriers’ rules must be published in substantial accordance 
with the National Code of Rules Governing Weighing and 
Reweighing of Carload Freight. Rule 4 thereof provides 
that carload freight should be weighed at point of origin 
or as near thereto as practicable. Rule 5, Section 6, pro- 
vides that when request is made by consignor or con- 
signee for the reweighing of any car, such reweighing shall 
be done, whenever practicable, the car to be weighed again 
if necessary, subject to Rule 9. Rule 8, Section C, pro- 
vides deciding of weights obtained from track scales as 
to which is the more correct; all of the conditions under 
which the several weighings were done must be taken into 
consideration, including the class of scale, condition, how 
recently tested, the manner of weighing, whether car was 
at rest or in motion, coupled or uncoupled, actual or sten- 
ciled tare used, the time of weighing, weather conditions 
and the reliability of the weigher, giving precedence to that 
weight obtained under the best conditions. 

Regarding the second shipment, covering a claim for 
damages for loss in transit, evidence of the owner that a 
certain weight was loaded at shipping point and that it 
weighed less at destination point, makes the carrier prima 
facie liable for the difference and places upon it the burden 
of proving that the destination weight was wrong’ or that 
the difference in weight was caused by shrinkage or other 
causes over which the carrier has no control. 


Carrier Must Deliver at Point Named in Bill of Lading 


New York.—Question: A certain shipper forwarded from 
the far east, about the middle of April, ‘about 2,000 bags 
dry beans or peas, consigned to a point in New York state; 
shipment was covered by a through bill of lading, and 
although samé reached the coast some time in May, and 
notwithstanding the fact that we had up with the railroad 
continuously relative to tracing this shipment, we did not 
learn until some time in September that shipment arrived 
and instead of being forwarded to New York in the cus- 
tomary manner was placed in general order. -> 

Answer: We understand from the foregoing question 
that the shipment was billed through from a foreign port 
to a stated point in New York, that all necessary regula- - 
tions regarding import shipments were complied with by 
either the consignor or consignee, that the carrier failed 
to make delivery at the consigned destination point in 
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New York, and instead is asking the consignee to accept 
delivery at some other point. 

The general rule of law is that a carrier must make 
delivery at the destination point named in the bill of lad- 
ing and the consignee is under no obligation to receive the 
goods elsewhere. If the specific place at destination is 
not named in the contract of shipment, property is to be 
delivered at the usual place for making such delivery at 
the point of destination. If the carrier fails ‘or refuses to 
do so within a reasonable time it is chargeable with a 
conversion of the goods and liable in the full actual value 
of the same. : 


Measure of Damages to Shipment Invoiced Through Mid- 
dieman 


Ohio.—Question: Suppose one of our various selling 
agencies, after being put to expense which will practically 
consume the profit, sells a car of merchandise. He pur- 
chases such material wherever he can obtain the best 
price, having car consigned direct to his customer. He bills 
the customer for the value of the goods plus his profit (or 
rather including his profit). When the car arrives at des- 
tination the contents are damaged to the extent that it be- 
comes necessary for him to file claim. He, of course, is 
required to support claim with original bill of lading, which 
shows John Smith as shipper. The carrier turns down 


his claim as presented account such claim being sup- - 
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ported with claimant’s invoice-and requests him to corre 
claim supporting same with invoice,of John Smith, claim. 
ing that carrier is only responsible to the extent of value 
of goods at point and place of shipment. 

We know that in accordance with standard bill of lading 
ruling that carrier is technically correct, but I cintendg 
that the carrier is responsible to claimant for the value 
of the goods as per his invoice to customer, as certainly 
there is no reason why he should not be reimbursed for 
the goods in accordance with his invoice. Moreover, in 
case the entire car was ruined his_entire time and money 
is gone. 

Answer: The carrier is not liable for the value of the 
goods as per invoice price from the middleman io the 
ultimate consignee, because the carrier is’ delivering the 
shipment to such consignee under a bill of lading made 
by it and the shipper which contains a stipulation to the 
effect that the measure of damages shall be computed on 
the basis of the actual value of the property at the place 
and time of shipment. The place and time of shipment is, 
of course, at point of shipment and not at place where the 
middleman may reside. 

We have very fully answered similar questions in past 
issues of The Traffic World, and respectfully refer you to 
our answer to “Michigan,” published on page 755 of the 
October 19, 1918, issue, and to “New York,” published on 
page 1146 of the May 25, 1918, issue. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Mina. 
Copfright, 1918, by West Publishing Co.) 


Loss of Property: 

(Supreme Ct. of Wash.) Where the possession by the 
bailee of bailed property is not exclusive, the burden of 
proof is not upon the bailee to show that the property 
was lost without negligence on his part.—Boe vs. Hodgson 
Graham Co., 175 Pac. Rep. 310. 

Loss of Vessel: 

(Supreme Ct. of Wash.) Where the owner of a gasoline 
launch charters it to another for the purchase and trans- 
portation of fish, he cannot recover from the charterer 
for the loss of the launch, where the loss was occasioned 
by the negligence of his own servant, who was in charge. 
—Boe vs. Hodgson Graham Co., 175 Pac. Rep. 310. 

Bill of Lading: 


(Cir. Ct. of App., Sec. Dist.) Where a bill of lading 


recited that a shipment of olives was received in apparent 
good order and condition, and there was no qualification, 
except that the vessel should not be responsible for the 
contents of the parcels, the admission is sufficient prima 
facie, in a suit for injuries to olives due to the breaking 
of the barriels in which they were packed, that such 
barrels were in good condition when received.—Gulden et 
al.-vs. Hijos De Jose Taya S. En. C., 252 Fed. Rep. 577. 


Improper Stowage: 


(Cir. Ct. of App.j Sec. Dist.) A ship held liable for 
damage to olives packed in barrels, from the breaking 
and leaking of the barrels, on the ground that it was 
caused by improper stowage.—Gulden et al.' vs. Hijos De 
Jose Taya S. En. C., 252 Fed. Rep. 577. 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS. 
Rules of Carrier: 

(Supreme Ct. of Wash.) Under the common law, rail- 
road companies have the right to make and enforce rules 
and regulations for the canduct of their business, subject 
only to control by the courts as to their reasonableness.— 
Davenport vs. Chicago, M. & St. P. Ry. Co., 175 Pac. Rep. 
298. 

Where there is no allegation or proof that the Public 
Service Commission has adopted any rule under Rem. 
Code 1915, 8626-85, covering the time when a certain sta- 
tion should be kept open, it will be presumed that the 
carrier’s rules and customary practice with reference 
thereto were reasonable, casting the burden upon a pas- 


senger to allege and prove that the closing of the station 
at the time in question was unreasonable.—Ibid. 

Where complaint charged that railroad was negligent in 
closing a station at a certain time, the railroad should 
have been permitted to prove that the closing of the wait: 
ing room at the time in question was in accordance with 
its regularly established rule, that the rule was reasonable, 
and that the Public Service Commission had adopted n0 
rule governing the subject under Rem. Code 1915, 8626-85. 
—lIbid. 
Interstate Shipment: 

(Supreme Ct., Appellate Term, First Dept.) In an ac 
tion against a carrier for damage to an interstate shi? 
ment, where‘an act of God is a defense, the rule of the 
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federal courts applies, and the shipper must prove con- 
tributory negligence on the part of the carrier.—Heine- 
man Bros., Inc., vs. Erie R. Co., 172 N. Y. Sup 111. 

Where goods are shipped from one point in the state 
to another point in the same state, but through another 
state, the transportation is “interstate commerce.”—Ibid. 


Rights Under Interstate Shipment: 


(Supreme Ct. of Okla.) The rights and liabilities of the 
parties to an interstate railway shipment depend upon 
federal legislation, the contract or bill of lading under 
which the shipment is made, and common-law rules as 
accepted and applied in federal tribunals.—Atchison, T. 
& 8. F. Ry. Co. vs. Cooper, 175 Pac. Rep. 539. 

In cases arising in the state courts involving the rights 
and liabilities of the parties to an interstate railway ship- 
ment, the decisions of the Supreme Court of the United 
States, construing and applying the federal act, are con- 
trolling upon the state courts.—Ibid. 

Bill of Lading: 

(Supreme Ct. of Kan.) A recital in a bill of lading that 
a shipment covered thereby is made under a particular 
order for a car is evidence of the facts stated in the 
recital, but it is not conclusive evidence thereof, and may 
be rebutted.—Farmers’ Grain & Mercantile Co. vs. Union 
Pac. R. Co., 175 Pac. Rep. 599. 

Delay in Furnishing Car: 

(Supreme Court of Kan.) The “exemplary damages” 
named in section 8423 of the General Statutes of 1915, are 
not such damages as have been termed exemplary in 
actions in which it has been held that such damages can- 
not be recovered unless actual damages are proved.— 
Farmers’ Grain & Mercantile Co. vs. Union Pac. R. Co., 
175 Pac. Rep. 599. ‘ 
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Order for Car: 

(Supreme Ct of Kan.) Where a person makes a written 
application to a carrier for a car, under section 8421 of 
the General Statutes of 1915, and the carrier does not 
require any deposit to be made as prescribed by section 
8424, and the applicant does not tender any deposit, it is 
for the jury to determine whether the applicant elected 
to order the car without making such deposit.—Farmers’ 
Grain & Mercantile Co. vs. Union Pac. R. Co., 175 Pac. 
Rep. 599. 

Milling in Transit: ; 

(Supreme Ct. of Kan.) A milling-in-transit privilege on 
a car of grain shipped from one point to another point 
within this state, where all connection of the shipper 
with the grain ceases at such point, does not render the 
shipment “interstate commerce,” although the consignee 
at the point of destination may, under the milling-in-tran- 
sit privilege, ship the grain, or its product, to a point 
outside the state.—Farmers’ Grain & Mercantile Co. vs. 
Union Pac. R. Co., 175 Pac. Rep. 599. 

1. C. C. Authority: 

(Kansas City Ct. of App.) Interstate Commerce Com- 
mission has no power to change the terms of a lawful 
contract between shipper and carrier or to say that one 
thing may be substituted for another as sufficient perform- 
ance of the conditions of the contract.—Cudahy Packing 
Co. vs. Bixby et al., 205 S. W. Rep. 865. 

In conference rulings Nos. 456 and 510, relating to com- 
pliance with provision in bill of lading requiring claims 
for loss to be made within four months, the Interstate 
Commerce Commission did not attempt to change the 
terms of the contract between the shipper and carrier, 
but merely authorized the carrier to substitute such order 
in lieu of the contractural requirement.—Ibid. 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


Loss and Damage Decisions | 


CARRIAGE OF LIVE STOCK. 
Notice of Injury: 

(Stp. Ct. of Okla.) Failure to comply with the stipula- 
tion in a live stock contract under which an interstate 
shipment is made, providing in effect that, as a condition 
precedent to the shipper’s right to recover damages for 
any loss or injury to his stock during the transportation 
thereof, such shipper, or his agent in charge of the stock, 
would give notice in writing of his claim therefor to 
some officer of the company or to the nearest station 
agent “before such stock shall have been removed from 
the place of destination or from the place of delivery of 
the same to the consignee, and before such stock shall 
have been slaughtered or intermingled with other stock, 
and will not remove such stock from said station or 
stock yards until after the expiration of three hours after 
the giving of such, and a failure to comply in every re- 
spect with the terms of this clause shall be a complete 
bar to any recovery of any and all such damages,” is, in 
the absence of special circumstances rendering such stipu- 
lation invalid or excusing non-compliance, binding upon 
the parties thereto, and will be enforced in a court of 
law, when relied upon as a defense in an action arising 
under such contract.—Atchison, T. & S. F. Ry. Co. vs. 
Cooper, 175 Pac. Rep. 539. 

The giving of the written notice of claim being made 
4 condition precedent to a recovery, the burden of proof 
rests upon the shipper to show that such notice was given 
my the time provided, when made an issue in the case. 
—Ibid. 


. of Okla.) Under the Carmack amendment of 

. 1906, which furnishes the exclusive rule on the 
' the liability of the carrier under contracts for 
shipment, a stipulation in a contract for an 
shipment of live stock, providing that no suit 
against the carrier shall be sustained in 

of law or equity “unless such suit or action 


shall be commenced within six months next after the 
loss or damage shall have occurred,” and that the failure 
to institute suit within said time shall be a complete bar 
to such suit, is a reasonable provision and binding upon 
the parties to such contract.—Atchison, T. & S. F. Ry. 
Co. vs. Cooper, 175 Pac. Rep. 439. 


(Supreme Ct. of Oklahoma.) Where an action is brought 
to recover damages upon an interstate shipment of live 
stock made prior to the fourth day of June, 1915, under 
a written contract containing the provision that “no suit 
shall be maintainable unless instituted in 91 days after 
the happening of the injuries, delay or delays complained 
of,” ete., such provision is valid and binding upon the 
parties thereto, and a failure to institute said suit within 
the time specified therein is a complete bar to such action. 
—Overstreet et al. vs. Wichita Falls & N. W. R. Co., 175 
Pac. Rep. 354. : 

In such a case the carrier cannot waive the terms of 
the contract, nor ignore the same, nor can the shipper 
hold the. carrier to a different responsibility from that 
fixed thereby.—Ibid. 

As a general rule, the disability which arrests the run- 
ning of a statute must exist at the time the right of action 
accrues, and, the statute having once attached, the period 
will continue to run, and will not be suspended by any 


- subsequent disability, unless the statute so provides.— 


Ibid. 
Delay: 

(Supreme Ct., Appellate Term, First Dept.) Where a 
pair of wheels on a car carrying poultry were worn 
through the chiil or tread, due to continuous wear, and 
not unfair handling, the carrier was not negligent, nor was 
there unreasonable delay, where the car was taken from 
the train, new wheels put on, and the car forwarded on 
the next fast freight, total loss of time being 2 hours and 
42 minutes.—Fleck & Hillman, Inc., vs. Delaware, L. & W. 
R. Co., 172 N. Y. Sup. 129. 
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Degree of Care: 

(Ct. of App. of Ky.) The chief difference between lia- 
bility with respect to carriers of animate and inanimate 
freight is that the carrier does not insure or warrant live 
freight against the consequences of its own vitality, or 
the consequences of injuries due to its inherent vices.— 
Louisville & N. R. Co. vs. Taylor, 205 S. W. Rep. 934. 
Disease: " 

(Ct. of App. of Ky.) The carrier. of living freight is 
not liable, except in case of negligence proximately con- 
tributing thereto, for the death of any of the freight 
afflicted with sickness or disease, or for any injury be- 
cause of sickness or disease.—Louisville & N. R. Co. vs. 
Taylor, 205 S. W. Rep. 934. - 

Burden of Proof: 

(Ct. of App. of Ky.) Where live stock shipped is 
afflicted with disease, shipper has burden of proving neg- 
ligence of carrier contributing to injury.—Louisville & N. 
R. Co. vs. Taylor, 205 S. W. Rep. 934. 

Where shipment of live stock is accompanied by the 
owner or his agent, the loss or damage must be shown 
to have resulted from the carrier’s negligence.—Ibid. 

Where shipper or his agent did not accompany shipment 
of stock, and it was shown that the stock was in good 
condition when accepted by the carrier and in the con- 
dition complained of when reaching destination, the car- 
rier had the burden of showing that the damage was the 
proximate result of an act of God (excessive heat) or the 
inherent nature of the animals shipped.—lIbid. 


LOSS OF OR INJURY TO GOODS. 


Non-Acceptance by Consignee: 

(Supreme Ct., Appellate Term, First Dept.) If, under 
interstate commerce act Feb. 4, 1887, 20, initial carrier 
may be liable for failure of final carrier to notify con- 
signor of non-acceptance by consignee, it is only where 
it was final carrier’s duty to notify—Markowitz vs. New 
York Cent. R. Co., 172 N. Y. Sup. 233. 

In absence of notation or direction in bill of lading, car- 
rier need not presume, on refusal of consignee to accept, 
that consignor is owner of goods, and need not notify 
him, unless in the particular circumstances reasonable 
care requires it.—Ibid» 

Even if bankruptcy of consignee, coupled with his fail- 
ure to accept, be a special circumstance requiring carrier 
to give notice to consignor, loss because of the goods 
being specially made for consignee, and having no market 
value, could not be due to failure to give the notice, hav- 
ing already occurred.—Ibid. 

Notice of Loss: 

(Kansas City Ct. of App.) Shippers who, on day follow- 
ing delivery of shipment of meat, sent carrier’s agent, 
at place of delivery, letter specifying shipment and notify- 
ing agent that meat was in spoilt condition, that claim 
would be filed, and that investigation of cause of damage 
should be made, substantially complied with the provision 
in bill of lading requiring claims in writing to be made 
to carrier at point of delivery or at point of origin.— 
Cudahy Packing Co. vs. Bixby et al., 205 S. W. Rep.. 865. 

Shipper, who sent letter to carrier’s agent at point of 
delivery merely stating’ that shipment of meat was “soft 
and smeary” and requesting a report to enable company to 
complete its record, without placing blame on carrier or 
intimating that claim would be filed, did not substantially 
comply with provision in bill of lading requiring written 
notice of loss to carrier’s agent.—lIbid. 

A bill of lading for shipment of goods from Kansas City 
to New Haven, Conn., containing provision requiring notice 
in writing of loss or damage, is an “interstate shipping 
contract,” made under and pursuant to Carmack amend- 
ment, and must be construed and enforced in the light 
of that act and in view of the broad governmental policies 
it was designed to set up and enforce, and must be con- 
strued similarly as to originating, intermediate, or. ter- 
minal carrier.—Ibid. 

Where bill of lading provided that notice of loss should 
be given carrier at place of delivery or at place of origin 
within four months after date of delivery, carrier, in 
shipper’s action for damages, was not estopped to assert 
non-compliance with such provision, because it did not 
set up such defense until filing of second amended answer. 
—Ibid. 

Where bill of lading of shipment from Kansas City to 
~New Haven provided for claim in writing to carrier at 
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place of delivery or at place of origin; the sending of 
a formal written claim to carrier’s freight claim agey 
in St. Louis was not a substantial compliance with suc 
provision, notwithstanding conference rulings Nos. 456 and 
510 by the Interstate Commerce Commission.—Ibid. 
Bill of Lading: 

(Kansas City Ct. of App., Mo.) A bill of lading in an 
interstate shipment must be regarded as containing the 
entire contract upon which the responsibilities of the 
parties rest—Cudahy Packing Co. vs. Bixby et al., 205 
S. W. Rep. 865. 

None of the provisions of bill of lading on inierstate 
shipment can be waived by the parties, the bill of lading 
mnie been made pursuant to the Carmack amendment. 
—Ibid. 

Insurer: 

(Ct. of App. of Ky.) The universal rule is that ihe eay. 
rier is an insurer of the safe transportation of freight, 
unless the damage was the proximate result of and solely 
produced by an act of God, or a public enemy, or because 
of the inherent nature or quality of the thing transported, 
the fault of the shipper, etc.—Louisville & N. R. Co. ys. 
Taylor, 205 S. W. Rep. 934. 

Cummins Amendment: 

Dist. Ct., D., Minn., Fourth Div.’ Under the Cummins 
amendment of March 4, 1915, to the interstate commerce 
act, which declared that carriers should be liable for the 
full actual loss, a common carrier, where wheat was lost 
in transit, is liable for the value of the grain at the point 
of destination, notwithstanding the shipment was made 
under a contract known as a “uniform bill of lading,” 
which was part of the public tariffs filed with the Inter 
state Commerce Commission, and which provided that 
the loss should be computed on the value of the property 
at the time and place of shipment.—McCaull-Dinsmore Ct 
vs. Chicago, M. & St. P. Ry. Co., 252 Fed. Rep. 664. 

In case of non-delivery, the carrier’s common-law lia- 
bility is the value of the goods at the point of destination 
at the time they should have been delivered.—lIbid. 


SERVICE BUREAU CIRCULAR 


L. Weiler, manager of diversion bureau, St. Louis, has 
issued the following Circular No. 2 on the handling of 
diversions and reconsignments of fruits, vegetables and 
dairy products, directed to fruit, vegetable and dairy prod- 
uct shippers: 

“In accordance with Circular No. 76, issued by B. F. 
Bush, Regional Director, Southwestern Region, service 
bureau has been established with general headquarters in 
St. Louis, Mo., offices 1185 Railway Exchange Building, 
and sub-agencies shown herein, for giving passing infor 
mation and effecting diversions and reconsignments on 
shipments of fruits, vegetables and dairy products orig- 
inating on all lines in the Southwestern Region. 

“This office will keep record of the movement of this 
traffic in order to be in position to answer promptly all 
inquiries from any source as to location of cars, and in- 
quiries should be directed to the undersigned or to any 
of the agencies named herein, as the occasion may require. 

“Answers to inquiries and confirmations of diversions 
and reconsignments will be made promptly and sent by 
mail, unless request is made to furnish desired informa- 
tion by wire, in which case commercial wires will be used 
and answers will be sent collect. 

“Requests for diversions or reconsignments may be 
placed with this office or any of the agencies named herell, 
or with the local freight agent of the initial line at point 
of shipment, and proper efforts will be made to accom: 
plish same. 

“The following sub-agencies have been established: 
T. H. Gorman, agent, Tyler, Texas; O. Purseley, agent, 
care Local Agent, Mo. Pac., Texarkana, Ark.; R. ©. 
O’Bryan, Agent, Union Station Building, Little Rock, Ark: 
R. C. McKelly, Agent, 616 Railway Exchange Building, 
Kansas City, Mo.; C. B. Needham, Agent. care Yard Office, 
D. & R. G. Ry., Pueblo, Colo.; G. S. Kelch, Agent, 252 
Equitable Building, Denver, Colo.; C. A. Carver, Agent, 
Royal Insurance Building, Chicago, Ill.; H. M. Nutting, 
Agent, Room 6, Fruit and Produce Exchange, Boston, 
Mass.; B. Ocheltree, Agent, Pier 13, North River, New 
York, ‘N.. Y. 

“Other agencies will ‘be established as conditions may 
warrant, and shippers will be promptly notified of any 
changes or additions.” 
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Help for Traffic Man 


This department is conducted by a traffic_man of long experience 
and wide knowledge. In it he will answer questions relating to ~ 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answet 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 
as possible. No answers will be given by mail except for a fee. 


Address “‘Help for Traffic Man,’? The Traffic Service Bureau, 
Colorado Building, Washington, D.C. 


Proper Basis for Calculating Twenty-five Per Cent Arvance 


In the issue of The Traffic World of November 9, page 
999, in this department it was stated: “Adding the 25 per 
cent increase to each factor of a total rate will produce 
exactly the same result as if added to the through rate with 
the exception of the calculation of fractions of cents and 
the disposition of fractions.” 

A correspondent calls attention to the fact that while the 
above is true, yet it is misleading because of the fact that 
nothing was said about maximum increases. The corre- 
spondent calls attention to a through rate on lumber of 
93 cents where the increased rate would figure 29 cents, but 
as the maximum increase can only be 5 cents on -lumber 
the rate would become 28 cents. Furthermore, that if that 
rate was a combination rate the factors being 15 cents 
and 8 cents, the 25 per cent increase added to the com- 
bination factors would produce a rate of 29 cents. 

Of course, a discussion of this phase of the matter is 
purely academic since the 25 per cent increase can only 
be added to the total charge for transportation. It is true 
that where a maximum is prescribed the addition of the 
25 per cent,increase to the factors of a total charge would 
produce a higher legal rate than if the increase were cal- 
culated onthe through charge. Without the maximum 
provision, however, the rate would be the same whether 
calculated on ‘the through charge or on the factors of that 
true charge as limited in the original article referred to. 


Responsibility for Demurrage Charges 


Q—We recently shipped a car of coal and while it was 
being loaded the loading machinery broke down, causing 
a delay of 24 hours over the free time. The carrier as- 
sessed a demurage charge of $3, and the query is whether 
any cases have been decided upon a circumstance of 
this kind. The shipper claims that it is not responsible for 
= delay, but acknowledges that the railroad is not to 

ame. 

A—The writer of this does not at the present recall any 
court decision based upon a circumstance of this kind—a 
case known among lawyers as a “bee-gum” case—but in 
this case, where the carrier was not at fault and where 
the delay was the result of an ordinary accident to the 
shipper’s loading facilities, there can be no question of the 
duty of the carrier to assess demurrage. The demurrage 
tules make no provision whatever for exempting the ship- 
per from the payment of demurrage under a circumstance 
of this kind, and under these rules the carrier must as- 
Sess demurrage charges where the carrier is not at fault. 


Liability for Misdelivery 


Q—We forwarded a less than carload shipment to ’ 
charges prepaid. Shipment through some error on the 
part of the transportation company was included in a 
carload shipment of material delivered at the plant of an- 
other concern located at , a nearby point. The con- 
signee which actually received the goods discovered that 
the shipment had been delivered to him in error, but in- 
stead of refusing or returning the shipment to the deliver- 
Ing agent with an explanation of the circumstances, he is- 
sued a new bill of lading consigning the shipment to the 
original consignee, charges collect, according to the mark- 
ing desicuated on the articles. Can we recover from the 
transportation company the amount of the extra charges? 

A—It is undoubtedly true from the above statement that 
the carricr made a misdelivery of the shipment in question 

carrier having contracted to carry the shipment 
from point of origin to the marked destination, it was its 
duty to perform the contract of carriage. Any amount 
Which wis paid in excess of the prepaid rate by reason 
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of the fault or neglect of the carrier is an unlawful charge 
and can be recovered from the carrier. Of course, the car- 
rier may have recourse upon the party to whom the ship- 
ment was erroneously delivered for not advising it of the 
misdelivery, but that is a matter with which the original 
shipper has nothing to do. ; 

What Scale Weights Govern 

Q.—In case a vendor submitted a sworn weigher’s affi- 
davit showing the actual scale test of a carload, would the 
scale test of the railroad offer any protection to the vendee, 
provided the railroad scale test showed less weight than 
the vendor’s sworn affidavit? 

A.—The railway scale test of weight is supposed to be 
correct until the contrary is proven by a preponderance of 
testimony, and as between vendor and vendee such rail- 
way scale test is supposed to be entirely impartial and in 
case of-a controversy both scales would have to be tested 
as to their accuracy, and if both scales were found to be 
accurate the railway scale test accompanied by the affidavit 
of the weigher would probably, by reason of its impartial 
character, carry more weight with a court. Carriers are 
supposed, as a matter of fact, to mark upon a shipment all 
the weight to which it is lawfully entitled for the purpose 
of basing freight charges, and unless it can be shown that 
a mistake is made in the weight test of the carrier that 
weight would undoubtedly be regarded as being the more 
nearly correct under the circumstances stated. 


REPORT BY DIRECTOR HOLDEN 


The Trafic World Washington Bureau. 


In a summary of a report made by Hale Holden the 
Railroad Administration says: 

“A substantial improvement in the railroad service given 
in the loading of live stock, grain and coal during the 
month of October, 1918, as compared with the same month 
in 1917, was noted by Hale Holden, regional director of 
railroads for the Central Western: Region, in a report 
for the month of October to Director-General McAdoo. 
The number of cars of livestock loaded showed an in- 
crease of 7.2 per cent, coal cars loaded an increase of 
15.5 per cent, grain cars loaded, increase of 15.9 per cent. 
Special ‘arrangements were also made for handling the- 


fruit traffic from California and Colorado, 116 fruit spe- 


cials with 4,545 cars having been operated during the 
month from California to the Missouri River and Chicago 
and 24 through trains, with a total of 643 cars, having 
been operated from Colorado. A full car supply was 
maintained at all times for the movement of oil traffic 
in the region. Mr. Holden reported with regard to coal 
that the outlook is better for the winter than it has been 
since the fall of 1915.” . 


With regard to routing, Mr. Holden reported a saving 
of 7,507 cars for the month of October of 1,310,588 miles, 
an average of 174 miles per car. A number of unifications 
of facilities were also arranged, with a resulting saving 
of approximately $400,000 per annum. The report is as 
follows: 

“A résumé of my reports indicate the following condi- 
tions in .the Central Western Region for the month of 
October, 1918: 

Movement of Business. 


“While there have been no serious congestions, free 
movement on certain lines has been interfered with, to 
a certain extent, on account of the very large number of 
operating and mechanical department employes incapaci- 
tated as a result of the influenza epidemic which has 
been prevalent throughout the entire west, particularly 
in Colorado, Wyoming, New Mexico and Arizona. Condi- 
tions are gradually improving at all points and it is quite 
evident that the peak of the epidemic has been reached, 
as the number of cases reported shows a material decline. 
In spite of these conditions, live stock, perishable, gov- 
ernment and other high-class freight was handled with 
reasonable promptness, such delays as occurred being 
confined to the movement of general freight. 

“The car supply for coal and other rough freight was 
ample to meet requirements, but the shortage of box 
cars on certain lines, suitable for grain loading, has been 
quite pronounced, due, in a measure, to the heavy out- 
bound movement of grain and flour from primary markets, 
which rapidly depleted the supply for. loading at country 
points. Arrangements are already effective for movement 











1058 


of an additional supply of empty cars from other regions 
to meet this condition. Notwithstanding this temporary 
shortage, grain loading in the region increased 15.9 per 
cent over the same period last year. 

“The harvesting of the sugar beet crop in the western 
territory commenced during the month and is progressing 
satisfactorily. To handle this traffic it was necessary to 
temporarily withdraw a considerable number of cars from 
the coal trade, but this has been accomplished without 
visible effect on coal production. 

“There was experienced a shortage of double-deck cars 
in Colorado for sheep movement, but the condition was 
not serious nor long continued, and the range stock move- 
ment has been handled with reasonable satisfaction to 
the shippers. 

“Car loading was as follows: 


In- Fer ct. 
1918. 1917. crease. inc. 
Total cars coal loaded........ 183,380 158,919 24,461 15.5 
Total cars grain loaded...... 33,418 28,822 4,596 15.9 
De- Per ct. 
1918. 1917. crease. dec. 
Total cars revenue freight 
Bree eee 614,074 639,222 25,148 3.9 
Total cars revenue freight 
received from connections.. 305,519 313,130 7,611 2.4 


“Coal, grain and live stock loading increased quite 
substantially, but there was a falling off in the loading of 
forest products, ore and miscellaneous freight to the ex- 
tent that the total revenue freight loaded shows a de- 
crease of 3.9 per cent. The fact that this record is made 
as of carloads, however, is not conclusive, because the 
indications are there was heavier loading per car, indi- 
cating that the total tonnage of all freight loaded will 
probably show an increase for the month. 


Fruit Traffic. 


“There were operated 116 fruit specials, with 4,545 cars 
from California to the Missouri River and Chicago, with 
an average of 39 cars per train. Twenty-four fruit trains 
were operated from Colorado, with a total of 643 cars 
and an average of 26 cars per train. All fruit specials 
were operated on conservative schedules and filled to rea- 
sonable tonnage with dead freight. 


Live Stock. 


“There were loaded 68,749 cars of live stock, compared 
with 64,105 in October, 1917, an increase of 4,644 cars, 
or 7.2 per cent. 


“Kansas City market handled a total of 19,628 cars in- 
bound, an increase over same month last year of 3,661 
cars, or 22.9 per cent; 8,895 cars handled outbound, an 
increase of 2,526 cars, or 39.6 per cent. 


“South Omaha market had inbound 12,074 cars, de- 
crease 608 cars, or 4.8 per cent; outbound 5,737 cars, a 
decrease of 284 cars, or 4.7 per cent. 

“St. Joseph market handled a total of 6,236 cars in- 
bound, an increase of 493 cars, or 8.6 per cent; outbound, 
1,759 cars, a decrease of 216 cars, or 12 per cent. 


Oil Traffic. 


“A full car supply was maintained at all times. Oper- 
ated out of the midcontinent fields a total of 586 trains, 
with 15,973 cars, an average of 27 cars per train, of which 
the Santa Fe road handled 94 trains, with 2,849 cars, an 
average of 30 cars per train. 


Troop Movements. 


“The Eighth Division, with 20,732 men, moved from 
Camp Fremont, California, to Camp Mills, Long Island, 
during period October 18 to 24, inclusive. This movement 
consisted of 42 trains, with a total of 580 cars, all of 

which departed from Camp Fremont on schedule time. 
‘ No personal injuries of consequence were reported. Alto- 
gether, and including the Eighth Division, a total of 97 
trains, with 39,194 men, moved within the Central West- 
ern Region. 

Coal Traffic. 


“Coal loading generally for the Central Western Region 
showed an increase of 15.5 per cent. In the western fields 
of Colorado, Utah and Wyoming, there is every evidence 
that the market was kept completely full of coal. The 
coal situation in Illinois and Indiana has been most sat- 
isfactory and the loading has exceeded all previous months 





THE TRAFFIC WORLD 





Vol. XXII, No, » 



































































Nov 
of the year except July, which was the record mont), 
The reports of the fourteen roads that originate 90 pe . 
cent of the bituminous coal produced in Illinois and Ing. E 
ana totaled the following: Num 
1 
Cars loaded, October, 1918........eeeeeeeeceeeceseeeeeess 189,77) l 
Care teed, CeteWby SORT ass Fite se se cs ccccaciecccccees. 157.139 F 
EMOPORRS GVO PFCVIOUS FOOL. «co cewccscccscceseccesess - 32,633 
Percentage Of MCTEASS 2... csccccsctoccccescccesesess.e 207 
“Adding 10 per cent for production on non-reporting | Num 
roads gives total loading of 208,749 cars in Ociober, 3s = 
compared with 220,701 in July, 202,658 in August, ang 
189,843 in September. “y 
“Notwithstanding the heavier loading, there was les tral 
complaint of car shortage than in any similar period durfM peen 
ing the past seven months. The only serious car shortage moti 
in October was on the C., C., C. & St. L. Railroad, but tha Burli 
has been corrected and mines on that road are now enjoy- cago 
ing full car supply. seve’ 
“Production of coal in these states has overtaken cop. on € 
sumption. This was recognized by the Fuel Administr. ing t 
tion and all restrictions against furnishing bituminous coal 
for non-essential or non-preferential uses, even including 
country clubs, have been withdrawn. During the moni “F 
some mines were closed for a time for lack of market, anjjm their 
unbilled coal in cars awaiting sale is appearing at them year, 
mines in certain fields at times in considerable quantity “T 
As a result some of the mines, have temporarily susj this | 
pended operations because, under the rules for distriby. 
tion of equipment, unbilled carloads of coal are counted = 
as cars furnished, and with these on hand the rules 
not permit of placing enough additional empty cars ty In 
justify resumption of operations until the unbilled coal Pe 
is disposed of. Under rules of the Fuel Administration 
this coal could not be shipped on consignment, so it was on} 
necessary for the producer to hold the cwal in cars on t 
track or reduce the price, which has resulted in what ie 
the coal trade calls a soft market. * 1 
“The outlook for the winter is better than it has been tota 
since the fall of 1915. The country is stocked up toa wate 
greater extent than ever known before. The car supply o oF 
in October was better than it has been during any su — 
tained period since July, 1916, and the mines are pr ae 
ducing more coal than ever before in their history. an 
“All things considered, the Railroad Administration cau, fie 
in respect of fuel supply, view the future in this regio ty 
with serenity, confident that there will be no lack of fue South 
through any failure of the transportation system. ona 
Sailing Day Plan. and P 
“During the month of October the sailing day plan wa Idaho 
inaugurated at thirty-three additional stations in this ern li 
region, which, combined, show a weekly saving of 5% compa 
cars, making a total car saving at points within the Cer 
tral Western Region on account of sailing day, of 4,2 a 
cars per week. The good effects of the sailing day pla On 
are being felt at terminals generally and I feel that a pane 
soon as the plan can be universally adopted there wil Chicas 
be a marked increase throughout the country in the ag. ‘Off 
efficiency and improvement in the movement of L. Cl a 
freight’ Cit al 
Terminal Situation. ily, 


“All of the large terminals in the region have been 
erating effectively and there has been practically no col 
gestion in carload or less-carload business. The terminal 
managers at Kansas City, Omaha, Ogden, Salt Lake, Pe 
oria, Tri-Cities and Des Moines all report a free movemell 
through their gateways and generally satisfactory condi: 
tions. satisfa 
Power and Equipment Conditions. 








“The labor situation in the mechanical department seem “pai 
to have become stabilized, which is reflected in increas®iine pet 
shop output at various points. “* 1. 

out 
NUMBER OF MEN IN CAR AND LOCOMOTIVE DEPART — 
MENTS, OCTOBER 19, 1918. f ¢ 
1918. 1917. Increase. Pert Perati 
Car department .......... 23,976 ~ 22,052 ,925 Minto fo 
Locomotive department .. 64,151 57,640 6,511 ! and Os 
DORE. ccicarneseescans 88,127 79,692 8,435 § ~ 
" Tia be 
Total cars on all lines.......... aR yn ny See = a savin 
Number of cars, bad Order. .....-ceeeesceceececcccceeres ton an 





Per cent in bad order 
Number of cars bad order same date Jnat FOP. «2066s. 
Total locomotives ON HNC... ...ccccccccccccccccccccccesss 
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er 24 hours 
cent 
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yer 24 hours same date last year............ssee. 
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189, «LDC CASE wees eeevssssssercccerccscccscccrceerssecees 
157,139 
32,633 
207 In- 
1918. 1917. crease. 

Number of locomotives turned 
out of shop, week ending Octo- _ 
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cent in- 
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733 113 15.4 

“We have repaired five eastern line locomotives in Cen- 
tral Western Region shops during the month and have 
peen furnished with 35 additional bad order B. & O. loco- 
motives for general overhauling at shops of the Chicago, 
Burlington &-Quincy, Atchison, Topeka & Santa Fe, Chi- 
cago, Rock Island & Pacific and Illinois Central. Fifty- 
seven of our western line locomotives are still in service 
on eastern lines and we have received from builders dur- 
ing the month of October 80 new locomotives. 


Maintenance of Way. 
“Federal managers as a whole report the condition of 


Vas less 
"iod dur 
shortage 
but that 
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ken con- 
ministra- 
LOUS Coal 
ncluding 
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rket, and their track and property to be as good as it was last 
> at them year, with a very few exceptions. 

quantity “The number of men working on maintenance of way 
rily sus this year, compared with last year, are as follows: 
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Routing. 


“The reports of activities in the way of rerouting indi- 
cate a saving on 7,507 cars for the month of October of 
1,310,588 miles, an average of 174 miles per car. Of this 
total 2,880 cars, with saving of 836,764 miles, or an aver- 
age of 290 miles per car, were routed by agents at points 
of origin. We have been making special efforts to secure 
proper initial routing, and the above figures indicate that 
good results are being obtained. Large volume eastbound 
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Py © PR traffic from southern California, heretofore moving over 
tion cat Southern Pacific to Ogden, has been diverted over the 


Los Angeles & Salt Lake and reverse movement for 


is region ‘ : ; 2 : 
k of fue southern California destinations, fomerly moving over 
“ Southern Pacific and Western Pacific, has been rerouted 
: over the Los Angeles & Salt Lake at Ogden, Salt Lake 
and Provo connections. Coal from Wyoming for northern 
plan wag Idaho is now moving through Silver Bow and over north- 
in this em lines, which results in a saving of 270 miles per car 
g of 5 compared with the distance via the Huntington gateway. 
= ua Consolidated Ticket Offices. 
day plage “On October 1 the Omaha consolidated ticket office was 
| that agg OPened in the Union Pacific headquarters building. The 


Chicago consolidated ticket office opened November 4. 

“Offices have now been opened at the following points: 
Chicago, Ill., Des Moines, Ia., Fresno, Cal., Lincoln, \vb., 
Oakland, Cal., Peoria, Ill., Sacramento Cal., Salt Lake 
City, Utah, San Jose, Cal., Colorado Springs, Colo., El 
Paso, Tex., Kansas City, Mo., Long Beach, Cal., Omaha, 
Neb., Peublo, Colo., St: Joseph, Mo., San Diego, Cal., 
Sioux City, Ia. 

“The only remaining offices to be opened are those at 
Los Angeles and San Francisco. 

Reports indicate that the service at these consolidated 
offices is excellent, and the plan is giving very general 
Satisfaction. 
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Unification of Facilities. 


“Pairing of tracks of Denver & Rio Grande and Santa 
Fe between Wenver and Pueblo was made effective Octo- 
ber 1. Arrangements for pairing of Western Pacific and 
Southern Pacific tracks between Winnemucca and Wells 


ent seells 
increasél 


DEPART 


t! . 
e, Pere 1 began November 3. Agreement was entered 


1 consolidation in the vicinity of Salt Lake, Provo 
—  —g—td Ogd« ri which will effect a yearly saving of $340,000. 
5 “There have been some consolidations effected at Pe- 

bra between the eastern and western lines, resulting in 


a Saving of $4,600 per month by proper use of car inspec- 


jon and car repair forces. During the month of October 
€ inspection of cars at Blue Island, Ill., on the Chicago, 
tre Hite & Southeastern, was discontinued and this 
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work transferred to their Faithorn Terminal, resulting in 
approximate saving of $14,400 per annum. The general 
good effect of unification of facilities is most noticeable 
at large terminals, where’ terminal managers make use 
of their authority to transfer bad-order cars from one line 
to another line able to make repairs promptly.” 


SAILING DAY PLAN RESULTS 


(By R. H. Aishton, Regional Director, Northwestern Region, 
. U. S. Railroad Administration.) 

Car conservation means much to the railroad man dur- 
ing a period of car shortage, because it is one of the 
important duties of a carrier to furnish its patrons with 
equipment. To some shippers, however, who look only 
to their immediate needs, the saving of cars to add to 
the total available supply of rolling stock and thereby 
ultimately to benefit themselves, is a desideratum in- 
sufficiently tangible to appeal to them. If it can be 
demonstrated to them that a scheme making for economy 
in cars also produces greater regularity and promptness 
in transportation service, their interest and co-operation 
are assured. The sailing day plan, as introduced in the 
northwestern region, combines both of these advantages. 
A few specific examples, taken at random from the 
records, indicate the improvements in service obtaining 
under the new plan: 

On June 6 previous to the inauguration of the scheme 
a shipment of two crates of drugs left Chicago at 11:30 
p. m. and arrived at Ossian, Ia., at 9:05 on the third 
morning. Under the present schedule similar shipments 
leave Chicago at 11:30 p. m. and arrive at Ossian at 9:05 
a. m. on the second morning, saving 24 hours. Formerly 
shipments were transferred at Dubuque (lIa.) Transfer; 
now they are loaded in a direct peddler car at Chicago, 
breaking bulk at Giard, Ia., and peddling beyond that 
point. 

A. shipment leaving Chicago on July 10, for Calhoun, 
Ia., arrived at destination on 6:20 a. m. of the second 
day. Under the present arrangement shipments leave 
Chicago at 7:45 a. m. and arrive at Calhoun at 6:20 a. m. 
the next morning, saving 24 hours. Formerly shipments 
were transferred at Milwaukee, Wis.; now they are 
carded Calhourr and way. 

A shipment consisting of two cases of dry goods left 
Chicago at 10:20 p. m. under the old schedule and arrived 
at Plymouth, Wis., at 8:30 a. m. on the third day. Under 
the present plan a shipment leaving Chicago at 10:20 
p. m. arrives at Plymouth at 8:30 a. m. on the second 
day, saving 24 hours. .Formerly shipments were irans- 
ferred at Milwaukee; now they are loaded in a peddler 
car, breaking bulk beyond Milwaukee. 

The committee has rearranged the loading from Wis- 
consin points through Milwaukee in both directions, cut- 
ting out the transfer at that point by establishing sailing 
days at Waukegan, Ill.; Kenosha, Wis.; Racine, Sheboy- 
gan, Manitowoc, Fond du Lac, Winona, Minn.; Minnesota 
Transfer, Eau Claire, Wis., and one or two other points. 
Practically 80 per cent of the merchandise formerly trans- 
ferred at Milwaukee is now being loaded through in 
peddler cars. There were formerly transferred an aver- 
age of 75 cars per day at that point. The average is now 
about 15, and the committee is confident that a further 
reduction can be made. The new arrangement has im- 
proved the service to the extent of 24 to 48 hours. 

Theoretically, it may seem possible to load freight into 
a big terminal for transfer without loss of time, but prac- 
tically a large proportion of the merchandise in these 
cars is delayed on account of switching in and through 
a congested terminal, moving cars to freight houses, get- 
ting them transferred, etc. The service is also improved 
by reason of one less handling, causing less damage to 
goods. An additional advantage is the release of quite 
a number of box cars for other service. 


One of the most important advantages of the sailing day 
plan from the shipper’s standpoint is the regularity of 
movement. Sailing days are established only after a care- 
ful study of the volume of traffic, thereby insuring full 
tonnage on the days designated for the movement of cars. 
Furthermore, the plan makes the movement of shipments 
certain on these days, as no cars are set back for addi- 
tional tonnage. The degree to which the holding of cars 
for filling out lading affected L. C. L. traffic formerly, is 
demonstrated by statistics covering loading at Green Bay 
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(Wis.) Transfer. During the month of September, 1917, 
1,195 cars were loaded, of which 283 were set back for 
additional tonnage. In the same month of this year 1,090 
cars were loaded and not one was set back. 


The improvement in service rendered under the plan 
is beginning to make an impression on the shipping pub- 
lic; already a considerable number of letters have been 
received from shippers and consignees commending the 
new scheme. The following testimonial from one concern 
is typical of others: 

“The sailing day plan of handling freight is very sat- 
isfactory to us and meets with our approval for the rea- 
son that orders come to us more regularly. This gives 
us a chance to put up our goods in better shape and 
get them to our customers in better condition.” 


The introduction of the sailing day plan and corollary 
innovations in the northwestern region dates back to the 
past summer, when the Railroad Administration estab- 
lished an L. C. L. and sailing day committee, with a 
view to increasing the efficiency of cars and decreasing 
the cost of operation. At the present time practically 
every principal station in the region is sailing cars to 
specific points on specific days. A car no longer moves 
with three, four or five thousand pounds, but with full 
tonnage, on a regular daily, semi-weekly or tri-weekly 
service. The saving in cars in the northwestern region 
at the present time amounts to over 20,000 per month, 
an economy which is reflected, of course, in a larger 
available supply of equipment for other purposes. 


At one transfer, Green Bay, Wis., the average loading 
per car in September, 1917, was 11,820 pounds and in 
1918, 15,930 pounds, an increase of 4,110 pounds. This 
saving in car space was reflected in a corresponding 
saving in equipment. In 1917, 1,195 cars were loaded 
and in 1918, 1,090 cars, making a reduction in loading of 
105 cars. 

The plan has also resulted in such a material reduction 
in the amount of freight handled at transfer points that 
it will soon be possible to eliminate some of the transfer 
stations entirely. At Green Bay, Wis., for instance, 1,061 
ears were transferred during September, 1918, or 111 
ears less than during the same month of 1917. 


The sailing day scheme is resulting in a decrease in 
the loss and damage to merchandise, according to claim 
departments of railroads in the region. This development 
is attributed to thet fact that at all the main points in 
the region freight has been consolidated to one, two or 
more lines, making the loading of through cars possible, 
whereas under the old system it was necessary to pass 
shipments through several transfer points before reach- 
ing their ultimate destinations. Obviously, the fewer the 
transfers, the less the damage resulting. 


In working ‘out the plan the committee has also ar- 
ranged for the operation of pick-up cars on certain days, 
with the consequence that trains are now. making mileage 
with loads instead of empties. 

The concentration of freight at certain centers destined 
to points in the east, thereby making possible through 
cars to Buffalo, Cleveland, New York, etc., has reduced 
the congestion at Chicago and other gateways, has ex- 
pedited the movement of freight, and has eliminated to 
a large extent the embargoes on merchandise that for- 
merly existed in eastern territory. 

It has been the aim of the Railroad Administration to 
operate the plan in such a manner as not to interfere 
with the interests of the shipping public. Some of the 
direct advantages to railroad patrons have been noted 
previously. The savings in dollars and cents accruing 
from reductions in mileage and extra time for train crews 
are considerable, as the most expensive method of han- 
dling merchanidise, namely, with way freight crews, is 
being displaced wherever possible. . 

At Chicago, the largest terminal in the region, with a 
large number of receiving and transfer stations, the de- 
velopment of the sailing day plan is under the imme- 
diate supervision of the terminal manager. On September 
30 he was able to announce to the public that cars to 
certain points would move on certain days over desig- 
nated routes. Under the scheme different lines handle 
all the freight for specific destinations, thereby insuripz 
each road tonnage and at the same time giving the sbip- 
per frequent service on established schedules. 
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WEEKLY TRAFFIC STATEME.T 
- The Trafic World Washingtox Bureau, 


Director-General McAdoo, November 25, issued a ¢om. 
parative statement showing the traffic handled by ‘ ie-rajj. 
ways under federal control at twenty-five of the more jp. 
portant railroad termini of the country the week ending 
Oct. 21, 1918. 

The purpose of this statement, which is being issueq 
weekly, is to provide the public with information that 
will assist in measuring the relative business activity of 
the country, as indicated by the comparison between the 
tonnage handled this and last year at the points named, 

The statement in the form submitted comprises only a 
few of the more important cities of the country. Others 
will be added to the list, it is stated, as rapidly as ar. 
rangements can be made for the compilation of the figures, 

The subjoined statement shows an increase of 5.25 per 
cent in the tonnage as against an increase of .28 per cent 
in the number of cars used to carry the increased tonnage: 


Cars. Tons. 
1917. 1918. 1917. 
Atlanta 58 2,14 66,227 
Birmingham 5,09 : 4 
Boston 
Buffalo 
Chicago 
Charleston 
Cleveland 
Duluth-Superior 
Galveston 
Hampton Roads 
Kansas City 
Los Angeles 
New Yerk 
New Orleans 
Omaha 
Portland, Ore. 
Philadelphia 
Pittsburgh 
St. Louis 
Seattle 
San Francisco 
Savannah 
Tacoma 
Twin Cities 


Toledo 10,906 


245,243 
Increase 687 


Percentage of increase.... 28 
Average tons per car.... 


LOADING OF COAL | 


The Trafic World Washington Bureau. 


A report was received November 23 by the Director Gen- 
eral from the Car Service Section on the quantity of coal 
of all kinds loaded by roads for week ended November §, 
1918, as compared with the same period of 1917, a sum- 


mary of which follows: 

1918. 1917. 
177,839 197,°85 
32,525 38,571 


3,432 4,630 


213,796 


Total cars bituminous 
Total cars anthacite 
Total cars lignite 


Grand total cars, all coal 241,106 


A summary of reports for week ended November 16, 
1918, as compared with the same period of 1917, based on 
actual reports from most roads, but with the estimated re 
sults of some roads, follows: 


1917. 


Total cars bituminous 199, 040 
Total cars anthracite 40,866 
Total cars lignite 3,583 4,860 


195,546 


1918. 
165,032 


Grand total cars, all coal 244,766 

The decrease in coal loading has been @te to influenza 
among the miners and railroad workers. ‘etal increase of 
1918 up to and including week ending November 16, over 
the same period in 1917, 645,831 cars. 


ST. LOUIS TRAFFIC COMMITTEE 


The territory in the state of Illinois on and south of the 
line of the C. C. C. & St. L- R. R. from the Indiana-Illinos 
state line, just west of Terre Haute to Alton, has beel 
placed under the jurisdiction of the St. Louis Easte! 
Freight Traffic Committee, in so far as matters under the 
jurisdiction of the Western Freight Traffic Committee a” 
concerned. In other words, it is now under the jurisiit 
tion of both the Eastern and Western freight traffic col 
mittees. 
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Personal Notes 





Willard Massey, presi- 
dent of the Association 
of Railroad and Steam- 
boat Agents, of Boston, 
was born in. Reading, 
Mass., May 15, 1868. He 
entered the employ of 
the Union Pacific Rail- 
road Aug. 1, 1887, and 
was its New England 
freight and passenger 
agent at Boston, Mass., 
from Jan. 1, 1896, to May 
15, 1918, when, on ac- 
count of the government 
assuming control of the 
railroads, all off-line traf- 
fic offices were discon- 
tinued. Since that date 
he has been agent, Bu- 
reau of Imports, War 
Trade Board, Boston, 
Mass. 








R. C. Foote is the new traffic manager for the Lakeside 
Petroleum Company, Chicago. His last connection was 
as general agent for the Gulf Coast Lines, Chicago. 

The Southern Pacific Railroad (lines south of Ashland), 
Western Pacific Railroad, Tidewater Southern Railroad 
an’ Deep Creek Railroad announce that M. E. McKirahan 
is appointed freight claim agent, having general charge 
of loss and damage freight claims and the prevention of 
causes of such claims; Guy V. Shoup is appointed general 
solicitor, headquarters, San Francisco; R. G. Ragan and 
W. F. Whiteman are appointed assistant freight claim 
agents. 

The Georgia Southern & Florida Railroad and Hawkins- 
ville & Florida Southern Railroad announce that T. D. 
Guthrie is appointed assistant general freight agent, vice 
G. H. Wilcox, resigned. 

The jurisdiction of D. C. Douglass, federal manager, 
ofice at Portland, Me., is extended over the Portland 
Terminal Company, effective this date. 

The jurisdiction of Elisha Lee, federal manager of the 
Pennsylvania Railroad lines east of Erie and Pittsburgh, 
West Jersey & Seashore Railroad, New York, Philadelphia 
& Norfolk Railroad, Huntingdon & Broad Top Mountain 
Railroad, that portion of the Philadelphia Belt Line south 
of Port Richmond Yard, and the Connecting Terminal 
Railroad (Buffalo, N. Y.), is extended over the Philadel- 
phia & Camden Ferry Line. 

H. F. Smith is appointed acting federal treasurer of the 
San Antonio, Uvalde & Gulf Railroad, with headquarters 
at San Antonio, Tex., vice H. P. McMillan, resigned. 


M. Eckert is appointed auditor of the Gulf Coast Lines, 
with headquarters at Houston, Tex., vice J. W. McCul- 
lough, resigned to accept service with the corporation. 

R. H. Aishton, regional director Northwestern Region, 
announces that the jurisdiction of W. P. Kenney, federal 
Manager, Great Northern Railroad, is extended to include 
= Minnapolis Western Railroad; headquarters, St. Paul, 
Minn. 

David L. Ewing, assistant director of operations in the 
Shipping Board, has tendered his resignation, effective 
December 30. He resigns to become vice-president of 
he France and Canada Steamship Company. His work 
Will be to develop trade between the United States, Can- 
ada and France. _Mr. Ewing was assistant general freight 
agent for the St. Louis & San Francisco when he resigned 
to become traffic manager for the Shipping Board. One 
: the ; ets performed by Mr. Ewing while traffic manager 
~d the Shipping Board was the doling out of the Bulletin 
“on 22 priority cards issued by the American Railway 
a ion when it got the idea that the way to win 
oy War would be for the railroads to allow army officers 
Th aa} what traffic should be given the right of way. 
. ll ‘used the railroad terminals to become cluttered 
a cars loaded with ordinary freight, each bearing a 
ee card as if it were loaded with: shells and other 
‘Mmmur tion needed in France. Mr. Ewing realized the 
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foolishness of giving anybody a blank order calling for 
priority and refused to issue any of the cards except 
under rigid supervision. 


DOINGS OF THE TRAFFIC CLUBS 


Following a preliminary meeting at which a temporary 
organization was effected and committees appointed to 
draft the constitution and by-laws and attend to other nec- 
essary matters, the Traffic Club of Wichita was formally 
organized at a dinner recently. The proposition grew: in 
interest until the dinner, at which there were in attendance 
about forty representative traffic managers and men who 
handle the traffic affairs for practically all lines of interest 
in Wichita. It included the milling and grain interests, feed 
dealers, packing houses, oil refineries, wholesalers, manu- 
facturers and jobbers of hardware, furniture, groceries, 
broomcorn, dry goods and others. The committee on inter- 
club relationship, W. P. Houston of the Wichita Chamber 
of Commerce, chairman, wants to hear from other clubs 
on interchange matters and ideas. D. L. Mullen of the 
Kansas Milling Company was elected president;-E. C. Mc- 
Clure of the Red Star Milling Company,.vice-president; I. 
N. De La Mater of the Kansas-Oklahoma Fruit Jobbers’ 


Association, secretary. 


The Traffic Club of St. Louis will hold its twelfth annual 
dinner at the Bevo Mill, Tuesday, December 3. 


At recent meeting of the New England Traffic League 
interest has been taken in many subjects of importance to 
New Enngland. The subject of rates to New York and 
adjacent territory being higher than to points west of the 
Hudson River is one that members of the league were 
greatly concerned in. So far, no solution has been reached. 
Pending the adoption of mileage rates, the league has sug- 
gested a cOmpromise and the matter is now being handled 
by the Eastern Freight Traffic Committee. 

The question of cancellation of Rule 10 in proposed Con- 
solidated Classification No. 1 is one that affects many New 
England industries, as this section makes heavy mixed car- 
load shipments. A committee was appointed to attend the 
hearing in Washington and offer .individual opposition, 
while W. H. Chandler of the Boston Chamber of Commerce 
was appointed to represent the league. 

The matter of abolishing differentials to the West is still 
pending. In order to protect those interested, concerted 
action through the league at the proper time will be taken, 
it is stated, with a view to forestalling any adverse action 
contemplated. 

Final adjustment of the rates on coal has been perplex- 
ing, especially on the, rates on rail ocean and rail coal. 
The matter has been up several times with Director Prouty, 
and recently a committee consisting of J. B. Eastman of the 
Publie Service Commission, J. W: McDowell of the Ameri- 
can Woolen Company, and Mr. Tiffany of the New England 
Paper and Pulp Traffic Association, at a conference in 
Washington offered the proposal that the McAdoo advance 
be adhered to in so far as the rail haul was concerned. 
This was denied and a counter proposal has been made 
by the director, which matter is now under consideration. 

There are to be docketed for discussion in the near fu- 
ture the subjects of track connections, paying concealed 
loss claims, payment by consignees of charges on tele- 
grams, and other subjects of equal importance. 


The Traffic Club of New England will hold its ninth an- 
nual meeting for the election of officers and directors, 


December 4. 


TRANSIT RULES ON GRAIN 


The application of the milling-in-transit rules on grain, 
published _in the November 12 issue of The Daily Traffic 
World and the November 16 issue of the Weekly, were 
not understood by some readers. 

‘They were the rules which were to apply under freight 
rate authority 2445, and that authority extended only to the 
states of California, Arizona and Nevada. 

For some reason or other no abstract of that authority 
seems to have thus far been given out, but it is explained 
that the transit rules were made necessary because of 
the zoning restrictions of the Food Administration, which 
shut mills in those states out of markets where they 
had formerly obtained their supply of wheat. t 





1062 
THE CUMMINS BILL 


The Trafic World Washington Bureau. 


A question has been raised as to whether the Cummins 
bill (S. 5020), if enacted into law, would have the effect 
of repealing the Smith amendment to the fifteenth section 
of the act to regulate commerce. The inference drawn 
from what Senator Cummins said, before the language of 
the bill was available for scrutiny, was that it would. 
The bill itself says the Director-General shall stand in the 
place of the carriers, just as if the federal control act had 
not been passed. The.bill also says that the “right to 
initiate or change rates shall be exercised by the Presi- 
dent, or by the Director-General of Railroads,” and the 
Interstate Commerce Commission shall have as full au- 
thority and jurisdiction “to set aside, change, modify, sus- 
pend or otherwise review all such rates, fares, charges,” 
etce., “as though the government had not assumed the pos- 
session and control of said transportation systems.” 

The language is only strictly applicable when the 
amended fifteenth section is omitted from the act to regu- 
late commerce, because, if the Commission authorizes the 
filing of a tariff under the amended fifteenth section, there 
is no need of suspension, setting aside or anything of that 
kind, as authorized by the Cummins bill, unless it hap- 
pened that after a fifteenth section permit to file had been 
given the Commission should change its mind. A suspen- 
sion would not then be necessary because, under the general 
power, it has the right to cancel the permission and sus- 
pension would be unnecessary. 

Repeal by implication is frowned upon by the courts. 
On that ground the inference that the Smith amendment 
of the fifteenth section would go down and out if the Cum- 
mins bill became law might be held to be unwarranted. 

The language “right to initiate or change rates” is not 
to be found in the act to regulate commerce. It is, how- 
ever, to be found in the language of the courts construing 
the act to regulate commerce and the filing of a tariff is 
the initiation of a rate. The courts have not had reason 
to construe the Smith amendment to the fifteenth section. 
The application for permission to file a tariff might be 
called, by the courts, “the right to initiate rates,” but that 
is only a guess. Inasmuch as the filing of a tariff has 
been regarded as the initiation of a rate, the chances are, 
if a decision on that point became a matter of vital con- 
cern, the courts would construe the language of the Cum- 
mins bill as meaning the right to initiate rates by filing 
tariffs as required by the sixth section of the act. 

It ig hard to see how the point could be material, espe- 
cially in view of the practice that grew up under the Smith 
amendment. The practice was, in effect, the suspension of 
every tariff, pending investigation by the fifteenth section 
board, until a prima facie showing of reasonableness’ had 
been made. 

What Senator Cummins is desiring to accomplish could 
be attained by merely repealing the tenth section. That 
would have the effect of making the act to regulate com- 
merce apply to the Director-General, the President, or any 
other person acting as a common carrier. The first sec- 
tion of the act says “that the provisions of this act shall 
apply to any corporation or any person or persons en- 
gaged in the transportation of oil or other commodity” 
from one state to another, by rail or partly by rail and 
partly by water. 

All doubts as to whether the President or the Director- 
General is a person so engaged could be resolved by mak- 
ing the tenth section read that during the period of federal 
control he or they shall be governed, in the matter of 
rates, fares, charges, classifications, etc., by the act to 
regulate commerce, as amended. Such a substitute for 
the tenth section would not require any guessing as to the 
meaning of the new language employed in expressing the 
ideas held by the senator from Iowa. 


EMBARGO ON HOGS 


Regional Director Hale Holden, in Circular No. 209, says: 

“The following embargo against the movement of hogs 
from all points to various market centers and stock yards 
was issued by the Car Service Section under date of 
November 15:, 


By direction Car Service Section embargo is placed, effective 
eleven five nine p. m., November sixteenth, against movement of 
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observed in the issuance and handling of permits for the 
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hogs to markets and _ stook yards at Buffalo, Nashville, Louis. 
ville, Pittsburgh, St. Louis and Cincinnati. 


“Under date of November 19, St. Louis Market anc Stoc, 
Yards were eliminated, and under same date embar:o was 
extended, effective at once, to include Chicago, ani a de. 
cision reached at that time to regulate the movenient by 
permits, the Car Service Section issuing the following jp. 
structions under date of the 19th: 








In connection with instructions of November fifteenth placing 
embargo against hogs to markets and stock yards. At re. 
quest of Food Administration the movement of hogs from all 
points to markets and stock yards named therein will be handled 
only on permits issued as herein provided. Request for permits 
must be filed by shipper with agent at point of origin on pre. 
seribed form, originating agent will indorse request and submit 
to Heg Control Committee at destination; when approved, per- 
mits will be issued in tripileate.and original returned to agent 
at point of origin as authority for acceptance of shipment and 
until December 2 applications and permits may be handled by 
telegraph. Permits must not be honored in excess of specified 
quantities nor after expiration of permit time limit. Permit 
symbol and serial number must be indorsed on revenue billing 
and on all copies of bill of lading, the original permit being filed 
by originating agent with shippng order. Permits under this 
system do not authorize acceptance of shipments contrary to 
other embargoes. These instructions transmitted to all zone 
chairmen and should not be repeated by railroads to other than 
their agents and representatives. 

















“Under this embargo the following instructions will be 





movement of hogs to the market centers covered in this 
embargo: 







1. Request for transportation to be made of the agent at point 
of origin by the shipper. This must be in writing and on form 
prescribed. 

2. This request to be indorsed and submitted by agent at point 
of origin to Chairman, Hog Control Committee, at point to 
which prospective shipments are to be made. 

3. Hog Control Committee to pass on these permits in order 
received and as in their judgment is warranted. - 


4. When permits are approved they will be issued in trip- 
licate and numbered serially with prefix: 


HOG CONTROL COMMITTEE. 


Buffalo, N. Y¥.*(symbol HTC-B)—S. M. Boren, food repre- 
sentative, N. Y. C. Stock Yards; O. T. O'Neill, railroad 
representative, chairman. 

Nashville, Tenn. (symbol HTC-N)—S. L. Murray, president 
National Live Stock Exchange, food representative; E. M. 
Wrenne, railroad representative, chairman. 

Louisville, Ky. (symbol HTC-L)—W. S. Bell, food repre- 
sentative, Bourbon Stock Yards; J. B. Arbegust, railroad 
representative, chairman. 

Pittsburgh, Pa. (symbol HTC-PG)—John A. Burgess, food 
representative, Bessemer Bldg.; E. A. Peck, railroad repr- 
sentative, chairman. 

Cincinnati, O. (symbol HTC-CN)—C. R. Hubbard, food rep- 
resentative, Union Stock Yards; J. C. Morris, railroad rep- 
resentative, chairman. 

Chicago, Ill. (symbol HTC-C)—Everett Brown, president 
Live Stock Exchange, U. S. Yards, food representative; 
J. H. Brinkerhoff, railroad representative, chairman. 

Indianapolis, Ind. (symbol HTC-IN)—J. W. Coneys, railroad 
representative, chairman. 

5.°The permit shall in no particular be transferable. It must 
be used by consignor authorized and for number of cars speci- 
fied. 

6. The approved and numbered application will be returned to 
agent at point of origin who will date its receipt and at once 
notify shipper that permit to ship has been granted and that 
shipment must be made within three working days after notice 
has been given shipper. 

7. A copy of permit will be mailed by the Hog Control Com- 
mittee to transportation officer of road on which shipment origi- 
nated to be used as information in connection with car supply. 

8. The waybill will bear the number of permit to be used as 
authority for the shipment, which number will be recognized by 
all carriers as authority for forwarding of shipment against the 
hcg embargo. 

9. Shipments moving on permits may not be reconsigned from 
one market to another market where permit system is in control 
unless new permit is obtained in prescribed manner. 

10. Agents at point of origin will advise Hog Control Com- 
mitte on prescribed form as shipments are made on permits 
authorized. . 





























“Copy of Form HTC No. 1 (application for permits) and 
Form HTC No. 2 and 2-A are attached. The Hog Control 
Committee should arrange for necessary supply of permit 
blanks HTC Form 2 and railroads must print and dis 
tribute supply of HTC Form 1 (application for permit) 
and HTC Form 2-A (Agent’s advice of shipment).” 







BAN ON GIFTS TO R. R. EMPLOYES 


In Circular 64 Director-General McAdoo says the pra 
tices of railroad employes receiving Christmas presets 
from shippers or,railway supply men is objectionable and 
should be discontinued, 
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A considerable per cent of every field army of the United 
States must be engaged in assembling, repairing and driv- 
ing trucks; one-tenth is the figure given. The job of 
training these men is no small task, because each man 
must be an expert in motor truck operation. 

In various colleges and universities men are receiving 
special training for this work. At the Utah Agricultural 
College, for instance, there are several hundred men being 


ALABAMA MAKES PROTEST 


The following letter, signed by President S. P. Ken- 
nedy, of the Alabama Public Service Commission, under 
date of November 22, has been sent to the governor, 
governor-elect, and the two senators and congressmen 
from Alabama and it is stated that traffic organizations, 
farmers’ unions and shippers and individuals of Alabama 
will forward to the state’s representatives in Washington 
resolutions asking them to curb the federal bureau op- 
erating the railroads: 

“Under date of Q@ctober 25, Director General of Rail- 
roads, Mr. W. G. McAdoo, forwarded to me, as president 
of the Alabama Public Service Commission, a communica- 
tion enclosing a certain uniform tentative scale of rates 
and a uniform classification, both of which were to be 
used in the construction of inter and intrastate rates 
throughout the Southern Territory. 

‘I have had further communication from Mr. McAdoo’s 
Director of Traffic and Public Servicé, Mr. Charles A. 
Prouty, on this subject. Mr. Prouty has been very in- 
Sistent that it was encumbent upon the Federal Bureau 
With which he is connected to establish a policy of rate 
making throughout the ocuntry, which, to him, seemed 
Wise, 

“This proposed method of rate making was to eliminate 
such discriminations as, in the opinion of the Bureau, 
Was de-med wise, and therefore had no sort of regard for 
Intrastuie rates established by various rate making bodies 
of the -everal states. 

ve advised both Mr. McAdoo and Director Prouty 
Public Service Commission of Alabama has the 
it delegated to it by the_legislature of this state, 
ie constitution of the state, to properly regulate 


trained in motor truck operation. The Federal shown here 
is one of the fleet of trucks being used at this big college 
to train the automobile mechanics for the motor corps. 
The instructions, given the men is of the most practical 
nature and they are instructed in disassembling, assem- 
bling and repairing of trucks. They are also taught driv- 
ing and night driving, which is one of the most important 
parts of the training. 


all intrastate traffic of this state, and that it will not un- 
dertake to discuss the propriety of any other bureau or 
body making intrastate rates for Alabama. 


“Section 243 of the constitution of this state, which I 
am sure you: are familiar with, but which you will permit 
me to quote for reference, is as follows: 


Section 243. The power and authority of regulating railroad 
freight and passenger tariffs, the lccating and building of pas- 
senger and freight depots, correcting abuses, preventing unjust 
discrimination and extortion and requiring reasonable and just 
rates of freight and passenger tariffs, are hereby conferred 
upon the legislature, whose duty it shall be to pass laws from 
time to time regulating freight and passenger tariffs, to pro- 
hibit unjust discrimination on the various ralroads, canals and 
rivers of the state, and to prohibit the charging of other than 
just and reasonable rates and enforcing the same by adequate 
penalties. 

“When the government saw fit, as a war measure, to 
take over certain railroads for the furtherance of the 
prosecution of .the war, and called on the Public Service 
Commission of Alabama for its co-operation, this was given 
without a stint. This commission, without a moment’s 
hesitation, fully agreed to the temporary advance of rates 
within this state of 25 per cent and approved such ad- 
vance, and would have approved any other advance that 
was deemed proper and necessary for the handling of the 
railways for the prosectttion of the war, however extrava- 
gantly such railways might have been operating, but with 
the armistice signed and with our army being demobilized, 
it is conceded by all that the war is over; this being true, 
this commission wants to protest most vehemently against 
the usurpation of power by governmental bureaus in estab- 
lishing certain permanent policies relative to rate making 
within this state, and, as its president, I wish to ask that 
you use every endeavor, which I feel justified in believing 
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you will, to curb any such attempt upon the part of the 
federal government at this time. 

“The commission is not undertaking at this time’to call 
your attention to the enormous increases in rates that 
would be brought about in Alabama were the tentative 
scale of rates referred to adopted. We are only protest- 
ing as to the principle involved.” 


EFFICIENCY IN OIL MOVEMENT .- 


Clifford Thorne, commerce counsel for the Western 
Petroleum Refiners’ Association, has sent the following 
bulletin to members of that organization: 

“You will remember last winter we arranged for a joint 
office at Kansas City, whereat the railroads and .the 
shippers were to be represented, the object being to create 
trainload movement of oil. Mr. Swearingen’ was selected 
to have charge of the, work on behalf of the railroads, and 
Mr. MacEwen, chairman of our transportation Committee, 
was to have charge on behalf of the refiners. This is prob- 
ably the first instance in the history of transportation in 
this country when the shippers and railroads united in 
the establishment of a joint office for such a purpose. 
These two gentlemen built up a magnificent organization. 
The fine co-operation of the traffic managers of the various 
refining companies in assembling and concentrating their 
movement of oil and the splendid work of the managers 
for the various railroads in sacrificing their own individual 
selfish interests in order to build up greater car efficiency 
has produced some remarkable results. The effect was 
almost instantaneous. 

“An analysis of tank car movement as reported in the 
offices at Kansas City is a concrete demonstration of what 
intelligent and efficient co-operation betwéen the shippers 
and the railroads can accomplish under such able leader- 
ship as that of Mr. MacEwen and Mr. Swearingen. These 
gentlemen have demonstrated the possibilities in a splendid 
manner. The following figures are worthy of your careful 
consideration. They have been compiled at my request 
as a result of a recent conference in the offices of Mr. 
Aishton, Regional Director. 


Cars. 
Total number cars loaded in mid-continent field first 
Se SS ara ARE ERE PO 200,603 
Total number cars loaded in mid-continent field, first 
EE IE 6k 3 6s eens he's nce deb awked ab eadaabawees 256,082 
Increase in number of cars loaded for the ten months ‘55,479 


This increased loading with the same number of cars in use 
as in 1917. . 


Trains handled under symbol from April 20, date office 
was opened, Kansas City, to and including October 31, 


REAR RE Se re COR eae eae ee. Yo 3,041 
Ey ONIN CRG, (OI ogo i056 60 cise ce ang wea eeen 86,104 
Average number Of Cars per train... ...ccccccccccccccece 28.3 


From time office opened, up to and including October 31, prac- 


tically 60 per cent of the loading moved under symbol. (Solid 

oil trains.) 

Average cars loaded per day .......ccccccscscccccccccce * OF 

Average number of empties on hand for each dgy’s 
I NN Aa cee ee ek ie ee ee 1,421 


Average miles per hour made by symboled trains...... 11 
Average miles per 24 hours made by symboled trains.... 264 


“It will be noted that the car efficiency has been in- 
creased 2744 per cent during the first ten months of 1918, 
compared to the same period in 1917. 


“I am reliably informed that there has not been a single 
day since.the opening of the Kansas City office that there 
were not more than sufficient empties in the mid-continent 
field to take care of the day’s loading, with the exception 
now and then of an isolated case of some particular re- 
finery being short a few cars. These figures are the actual 
facts as shown by the records in the Kansas City office. 
There may be some phases of government operation that 
have been very unfortunate, but this splendid demonstra- 
tion of efficient operation impresses on my mind the wis- 
dom of preserving the fruits of their labor. We must not 
lose this new efficiency which has come into existence.” 


R. R. MONEY SAVED AND SPENT 


The Trafic World Washington Bureau. 


Director-General McAdoo, on November 22, made public 
an announcement of a saving of $25,286,207 in ‘the three 
regions, Southern, Southwestern and Northwestern, by 
reason of the consolidation of ticket offices and so forth. 
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The bulk of the saving was made by the elimination 
passenger trains, that figure alone being $20,155,000, 

Another announcement is that outstanding contracts fo, 
cars and locomotives call for an expenditure of $366,339. 
000, builders being under contract to deliver “1,415 logo. 
motives and 100,000 freight cars. 

As to immediate railroad additions and _ betterments 
(excluding equipment and new extensions), authority hag 
been granted to November 10 for railroads and also for 
the 108 terminal and switching companies other thap 
the class 1 roads, aggregating $533,860,502. Of this amount 
only $179,995,902 had been expended up to September 
30 and it appears probable that about one-half of the 
aggregate work thus authorized to be done in 1918 yilI 
not be done during this year. 

It is estimated that corresponding additions and better. 
ments which must be authorized for 1919 will aggregate 
upward of $250,000,000. 

Excluding equipment, it is also estimated thai maip 
tenance of way and structures will necessitate very sub- 
stantial expenditures in order to bring the property w 
to standard. That means $909,000,000 must be spent this 
year and next. 

The Director-General’s notice with regard to economies 
is as follows: : 

“Marked economies in the operation of the railroads by 
the government are shown in reports submitted today to 
Director-General McAdoo. 

“Figures made public by the Director-General show say- 
ings of $25,286,207 per annum in three regions—the South. 
ern, Southwestern and Northwestern—in the conduct of 
transportation facilities, both passenger and freight, by 
unification of terminals and the cutting down of train 
service without in the least interfering with the proper 
and quick dispatch of cars. 

“Striking reductions along this line have. taken place in 
the Northwestern region, where $25,229,352.45 a year has 
been. saved. According to the report of R. H. Aishton, 
regional director for this section, made to the Director 
General, this curtailment in expenditures was made up as 
follows: 

“Reduction in passenger train service, $20,155,954; elimi- 
nation of duplication in freight train service, $1,338,726; 
unification of terminals at Chicago, $940,765.90; unification 
of terminals at Minneapolis and St. Paul, $465,653.60; uni- 
fication of terminals at Omaha, $212,970; unification of 
terminals in the Duluth-Superior district, $126,376; uni 
fication of terminals in the St. Louis-East St. Louis dis 
trict, $437,466.45; consolidation of live stock agencies at 
Kansas City, $12,948; economies in the handling of ore in 
the Lake Superior district, $660,000; joint switching, $489; 
618.30, and miscellaneous economies, $388,874.20. 

“3. i. “Winchell, regional director for the Southern re 
gion, reports that, in addition to economies previously 
affected, a saving of $17,000 a year has been brought 
about in the terminal arrangements and rearrangements al 
Louisville, Ky. 

“In the Southwestern region B. F. Bush, the regional 
director, reports that through the consolidation of freight 
yards and depots there will be a total annual saving to the 
government of $39,766 a year. Of-this sum, the consolidt 
tion of the freight depot and freight yards of the Missout', 
Kansas & Texas Railway with those of the Houston Belt & 
Terminal Company wipes out an annual expenditure of 
$30,000.” 





































































EXPRESS CAR LOADING 


Regional Director Smith, in a circular to federal mal 
agers, general managers and terminal managers, in the 
Eastern Region, says: and 

“A recent check of express Icading on one of the liné 
Showed that on some days if cars had been loaded solid 
an entire car could have been saved. This is a very = 
portant matter when a long haul is considered and rela: 
tively so for shorter hauls. 

“In the nature of the business, much express matter # 
large terminals is loaded hurriedly and, with the class 
of labor now employed, undoubtedly some of it is @ 
properly loaded and less put in cars than could be. 

“It would therefore seem necessary for a check to be 
made of express loading and, to this end, will you plea 
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assign inspectors, where necessary, especially upon trunk 
lines handling a large volume of business in carloads and 
in trainloads, to see that, as far as possible, the desired 
If bad stowing or light loading of ex- 
press cars is found at points where cars are being loaded, 
the matter should be called to the attention of the local 
express Officials by the inspector for correction, and report 
should be sent to you so that you may take the matter 
up with the express executive official with whom you deal. 

“Where bad loading is discovered atong the line or 
when cars reach destination, these instances should be 


end is attained. 


reported to you for similar handling. 


‘If the situation is at all general, please let me have 
as much definite information as possible, in order that 
the matter may be taken up with President Taylor of 
It might be desirable to make a 
temporary assignment only of inspectors for this work 
to determjne whether condition is such as to require per- 


the express company. 


manent inspectors, or only at intervals. 


“A every careful check might show that in some in- 
stances mail and express could be loaded in the same car 


and save cars. 


“Of course, on a line where loading is heavier in one 
direction than in the other, and cars have to return, in 
some instances, deadhead, this inspection would not be 


required in the light direction.” 


EXPRESS COMPANY REVENUES 


The Trafic Werid Washington Bureau. 

A summary of operating revenues and expenses of the 
express companies in June was made public by the Com- 
The operating income for the re- 
porting companies combined showed a decline from $117,- 
181 te a deficit of $2,934,827. Five of the eight reporting 
The income of the others was so 


mission November 22. 


companies had deficits. 
small as to be hardly worth considering. 


The Adams went from a deficit of $171,004 to a deficit of 
The American fell from $128,076 to a deficit 
of $116,189; Canadian from a positive of $8,988 to a deficit 
The income of the Great Northern fell from 
The 


$1,717,549. 


of $46,320. 
$43,396 to $38,745; Northern from $53,204 to $652. 
Southern from a positive of $27,409 to a deficit of $197,904. 


The Wells Fargo & Co. fell from a positive of $2,645 to a 


deficit of $604,577, and Western fell from $24,464 to $8,316. 
For the six months ending with June the income of the 


companies combined fell from a positive of $1,561,378 to a 
deficit of $8,514,428. The Adams fell from a deficit of $612,- 
812 to one of $5,980,173; American from a positive of $587,- 
549 to a deficit of $1,265,754; Canadian from $63,329 to 


$23,577; Great Northern from $114,499 to $99,427; Northern 
from a positive of $124,531 to a deficit of $35,222; Southern 
from a positive of $784,139 to a deficit of $656; Wells Fargo 
& Co. from a positive of $457,047 to a deficit of $1,388,225. 


WAR ON CAR THIEVES 


The Trafic World Washington Bureau. 


“The activities of the Claims and Property Protection 
Section of the United States Railroad Administration in its 
war on car thieves are bearing fruit in various sections of 
the country,” says a Railroad Administration press notice 
of November 23. 

“Reports reachtng the Director-General today show that 
as a result of operations directed from Washington three 
car thieves arrested in the act of tampering with a freight 
car in the New York Central yards at Buffalo, N. Y., were 
yesterday sentenced by Judge Hazel to long terms of im- 
Prisohment. Howard Brown and John Malloy received 
five years each, while Joseph Torms got one year and six 
Months. Brown was also fined $1,000. For receiving stolen 
foods, Samuel Goldberg was sentenced by the same court 
to serve one year and six months in the penitentiary. 

“At Buffalo there are now pending 69 indictments for 
this class of offenses, and a good many more are expected 
from the grand jury which is now in session. 


“At Pittsburgh on Wednesday last Charles A. Fairfax, 
an employe of a transfer company, who secured various 
hotices of freight arrivals and thus obtained possession of 
certain shipments, was sentenced to a year and a day in 
the penitentiary. 


“At New Jersey Jacob Behrman of Patterson was con- 
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victed last Tuesday of receiving 80 bundles of silk stolen 
from interstate shipments. Last week there were 12 ar- 
rests for this class of offenses at Sandusky, Ohio, and 7 of 
the parties have confessed. A large amount of goods were 
recovered as the result of searches made incidental thereto. 

“Arrests made yesterday in Washington by Inspector 
O’Dea of the Railroad Administration force makes a total 
of 38 in the past six weeks for railroad thieving at the 
Washington Terminal and for receiving stolen goods. 

“At Arcadia, Cal., yesterday Dale Jones, a bandit, who 
was wanted in connection with the hold up of an M. K. & 
T. train at Paola, Kan., on July 10 last, was killed by a 
deputy sheriff who attempted to arrest him. In the gun 
battle that ensued, the deputy was killed, as well as the 
wife of Jones, who accompanied him in his flight. Two 


‘other bandits, Roy Sherrill and Roy King, charged with 


participating in the hold-up of the “Katy,” pleaded guilty 
and were sentenced to serve 25 years apiece in the Leaven- 
worth penitentiary on November 15. Roy Lancaster, an- 
other member of the band sought by the federel authori- 
ties for this same “job,” was killed at Kansas City, Mo., on 
September 24. 

“The Paola hold-up was one of the boldest ever con- 
summated in this country, and in the effort to run down 
the parties responsible there have been various gun battles 
in Kansas City, Colorado Springs and Denver. In these 
encounters more than a dozen people have been shot and 
three police officials killed.” 


BOARD OF ADJUSTMENT 


The Traffic World Washington Bureau. 


In Circular No. 65, directed to all railroads, the Director- 
General said: 

“In conformity with General Order No. 53, Railway Board 
of Adjustment No. 3 met in the city of Washington at its 
office, Room 702-A, Southern Railway Building, Washing- 
ton, D. C., and have organized and are ready for the - 
transaction of such business as may come before it as 
provided in General Order No. 53. 

“The officers and members of this board are as follows: 
H. A, Kennedy, chairman; T. H. Gerrey, vice-chairman; 
Richard P. Dee, E. A. Gould, S. N. Harrison, F. Harten- 
stein, G. E. Kipp, W. A. Titus. 


“The board has designated the following dates as the 
beginning of each of its regular monthly meetings during 
the remaining portion of the year 1918 and for the year 
1919: December 11, 1918, January 8, 1919, February 5, 
1919, March 5, 1919, April 2, 1919, May 7, 1919, June 4, 
1919, July 9, 1919, August 6, 1919, September 4, 1919, Oc- 
tober 1, 1919, November 5, 1919. 


“Attention is called to the provisions of the memoran- 
dum of understanding annexed to General Order No. 53, as 
follows: 

“Article 10 provides the manner in which controversies 
will be submitted to the board through the Division of 
Labor of the United States Railroad Administration. Every 
case submitted should be accompanied by evidence that its 
submission is approved by the chief operating officer of 
the railroad upon which the controversy has arisen and by 
the chief executive officer of the organization concerned. 
Where two or more organizations are jointly concerned, 
the submission should be joint, if practicable. ; 

“Article 11 expressly precluded a consideration by the 
Railway Board of Adjustment No. 3 of any matter unless 
officially referred to it in the manner prescribed in the 
memorandum of understanding. 

“Article 14 requires that in each case an effort should be 
made to present a joint concrete statement of facts as to 
any controversy. Statements of fact, whether ‘joint or 
separate, should be sufficiently comprehensive to give an 
understanding of the controversy that the board is called 
upon to decide. Where briefs or additional evidence are 
to follow, notice thereof should accompany the submission. 
Where additional matter is to follow the submission, the 
case will not be transmitted to the Board of Adjustment 
by the Division of Labor until the additional data shall 
have been received. 

“It is requested that three copies of the joint concrete 
statement be filed with the Division of Labor for matter 
of record and for information of the board. Briefs and 
documentary evidence need not be furnished in duplicate, 
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but, whenever possible, should be attached to the three 
copies of the joint statement. 

“It will be noted that Supplement No. 6 to General Order 
No. 27, bearing date of August 30, 1918, has modified Article 
9 of General Order 53 to the extent that interpretations as 
to wage orders will be issued in accordance with the pro- 
visions of supplements 6 and 6-A.” 


THE LEWIS RESOLUTION 


The Trafic World Washington Bureau. 


The Lewis resolution, asking the Senate io declare itself 
in favor of government ownership, S. 348, is as follows: 

“Resolved, That it is the expression of the United States 
Senate that the policy of the United States government for 
the future should be that of government ownership of in- 
terstate railroads, telegraphs, telephones, and also national 
lines of communication necessary to complete postal and 
telegraphic service to the citizens of the nation. 

“Resolved further, That the government should possess 
and own all natural agencies for the production of fuel 
produced and created from the land and produced and 
created as the result of natural agencies. It shall con- 
struct and own ships and agencies of water transportation 
necessary for merchant marine, all to be maintained and 
continued in behalf of the United States and for the ad- 
vancement of its commerce so as to facilitate the dealings 
of the citizens of the United States in matters of trade 
and shipping with all citizens of other countries. 

“Resolved further, That the method of the operation of 
these agencies heretofore mentioned is a subject to be 
regulated and adjusted in each instance according te the 
demands and circumstances surrounding the operation of 
that particular agency at the particular time of the de- 
mand for the use of that agency, be it railroad, steamship, 
telephone, telegraph, coal or oil.” 


NEW EXPRESS CONTRACT _ 


The Trafic World Washington Bureau. 


Director-General McAdoo and the American Railway Ex- 
press Company have signed a new contract on the same 
terms as the old one. The new one is made necessary 
by the fact that the express company has been taken 
over. The usual division is the express company’s just 
compensation. 


ORDER REDUCES HOURS 


The Trafic World Washington Bureau. 


Just before announcing his retirement, Director-General 
McAdoo sent a telegram to all regional directors, the effect 
of which will be to reduce the weekly or semi-monthly 
wage of locomotive and repair shop men by two steps, the 
first November 25 and the second December 5. On the 
first day the hours are reduced to nine and on the second 
to eight. That has the effect of cutting out all overtime 
at time and a half rates of pay. The press announcement 
is as follows: 


“The emergency under which railroad employes in 1loco- 
motive and car repair shops patriotically worked long 
hours during the war period having in some degree passed, 
Director-General McAdoo today issued directions under 
which the locomotive and car shop hours, as far as prac- 
ticable, will be reduced to 9 hours per day effective No- 
vember 25, and to 8 hours per day effective December 9.” 

The telegram to regional directors is as follows: 


“Last spring when the railroads were still struggling 
with congested traffic and weather conditions were very 
severe, the different mechanical organizations resopnded in 
a most gratifying way to the request that the men work a 
greater number of hours in the shops throughout the coun- 
try than they had been accustomed to, or than some of 
their agréements with the railroads provided, in order to 
repair locomotives and cars for the prompt transportation 
of munitions of war and for food and other supplies for 
our army and navy abroad and the Aliies. It is now pos- 


sible, in view of the signing of the armistice, to anticipate 
an early return to normal conditions, and directions have 
been issued that wherever practicable the locomotive and 
car shop hours shall be reduced on November 25 to 9 
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hours per day where greater number is now being workeg 
and to the basis of 8 hours per day on December 9. The 
Director-General desires to express his deep appreciation 
of the patriotic response of the mechanical workmen op 
all railroads and his gratification that it is no longer neces. 
sary to call for number of hours of service heretofore 
required.” : 


SENATE WANTS SHIP DATA 


The Trafic World Washington Bureay; 


The Senate has adopted a resolution calling on the Ship. 
ping Board and the Emergency Fleet Corporation to re. 
port to it full information regarding the existing contracts 
for ships, cost of construction in private and government 
yards, what provision, if any, has been made for can. 
cellation of contracts made for war emergency work, 
together with a report on ship deliveries, disposition of 
ships and delivery of materials for fabricated ships. 


The resolution was offered by Senator Harding of Ohio 
and is regarded as the first step for a thorough inquiry 
to determine whether Chairman Hurley was able to stop 
the enormous waste indicated by the inquiry into the Hog 
Island venture instituted at Harding’s prompting. 

Senator Calder of New York has written to Mr. Hurley 
urging him to stop any further work on the wooden ship 
program, which calls for the delivery of 140 wooden ships 
not yet begun. Calder believes the wooden ship pro- 
gram has been an utter failure, notwithstanding sharp 
criticisms made for its correction long ago. 


ZONE RESTRICTIONS MODIFIED 


The Trafic World Washington Bureau. 


Because of the congested transportation conditions of 
the C. & O. Railroad, eastward, and its inability to handle 
the coal tonnage from certain districts, the United States 
Fuel Administration, November 23, announced necessary 
modifications in the restrictions heretofore governing parts 
of Zones L and M. 

The producing districts affected are those known as 
the K. and M.; the Kanawha district on the C. & 0. 
Railroad; the Guyan Valley and the Logan districts on the 
C. & O.; and the Kenova-Thacker districts on the Norfolk 
& Western Railroad, all in West Virginia; and the Sandy 
Valley and the Elkhorn districts, in Kentucky. 

Producers in those districts are now permitted to ship 
coal into a portion of Indiana and into an increased por- 
tion of Ohio. The shipments into Indiana, however, must 
be confined to coal for industrial plants. 


CONTRACT WITH SANTA FE 


The Trafic World Washington Bureau. 


Last Saturday night, before leaving for an inspection 
trip to Atlanta, Mobile, New Orleans, and possibly St. 
Louis, Director-General McAdoo signed a contract with 
the Santa Fe and its subsidiaries providing for compensa 
tion amounting to $42,885,310. That is the standard re 
turn, without additions for abnormalities. It is the third 
big contract made, the others being with the Burlington 
and the Northwestern. , 








LOADING AND UNLOADING OF TANK CARS 


Regional Director Bush, in his order No. 123, says: 


“The advisory committee on tank cars of the National 
Petroleum War Service Committee adopted a resolutio! 
at meeting held in Chicago, October 7-8, that loaders and 
receivers of petroleum and its products be requested t0 
utilize Sundays, holidays and Saturday afternoons {0 
the loading and unloading of tank cars, with a view l 
conserving tank car equipment. 


“The Oil Division of the Fuel Administration asks thal 
the Railroad Administration co-operate with the loaders 
and receivers of petroleum in so far as providing all} 
switching service which may be necessary on Sundays 
holidays and Saturday afternoon is concerned. 

“Please have it understood by all concerned that evel’ 
thing possible must be done to reduce detention of tank 
car equipment to the minimum.” 
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November 30, 1918 


COMMON USE OF TERMINALS 


A circular by Regional Director Smith says: 

“Suggestion has been offered that terminals of all lines 
under federal control at common points be thrown open 
for the unrestricted receipt and delivery of carload freight. 
Before: this question is decided it is necessary that I be 
furnished with statements showing the approximate 
amount of switching charges collected which would rep- 
resent a loss of revenue to the carriers if terminals. were 
used in common by all lines. In submitting figures con- 
sideration should be given to the practice of one line 
absorbing the switching charges of another at common 
points, as where this is done there is no actual net loss. 
In some cases only a part of the switching charge is 
absorbed by the line-haul carrier, and the difference be- 
tween the total charge and the absorption would represent 
loss of revenue under unrestricted use of terminal fa- 
cilities. Please have the information called for in para- 
graph 2 furnished at the earliest date possible, for quar- 
ter ended Sept. 30, 1918, Also advise how and to what 
extent this would complicate operations and cause con- 
gestions.” 


PACIFIC CAR DEMURRAGE. 


September, 1918, shows 8,203 cars held overtime, or a 
percentage of 04.46, as against 7,728, or a percentage of 
03.79, for September, 1917. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 


cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 


FREIGHT TRAFFIC MANAGER of large industry, desiring 
i of reliable assistant, experienced in_ traffic y 
» of handling office detail. At present holding very re- 
sponsible position. Can furnish best of references as to habits 
and ability. L. B. S., The Traffic World, Chicago, Il. 


WANTED—Clerical position with industrial concern in traffic 
department. Am student member of the A. C. A. Understand 
typewriting and shorthand. T. B. 129, The Traffic World, Chi- 
cago, Ill. 


TRAFFIC MAN, eleven years’ railroad and mercantile experi- 
ence as tracing, rate and chief clerk, soliciting, car service and 
freight claim agent, tariff compiling. Now assistant traffic 
manager construction company doing government work; age 
28; single: excellent references. ‘‘Ohio,’’ The Traffic World, 
Chicago, Ill. 


WANTED—By a man with twenty years’ experience, position 
as Traffic Manager or some similar responsible traffic position. 
Best of references. T. W. M. 32, The Traffic World, Chicago, III. 


EXPERT TRAFFIC MANAGER, thirty-five, railroad and in- 
dustrial experience; successful before Interstate Commerce Com- 
mission, State Commissions and Federal Courts; executive abil- 
ity; good business man; wishes connection with large mercan- 
tile concern January ist; must be high class. position; some 
capital to invest. Address T. D. 72, The Traffic World, Chi- 
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WANTED—Situation by man experienced in freight traffic 
work and exporting. Address B. B. 31, The Traffic World, Chi- 


TRAFFIC MANAGER is seeking desirable opening; sixteen 
years’ experience, railroad and industrial. Thoroughly familiar 
with I. C. C. regulations and procedure; rates and efficient 
handling of claims. Capable of assuming charge or organizing 

fic department. Married. Address “Manager,” care of The 
Traffic World, Chicago, Ill. 

WANTED, TRAFFIC MAN—Thorough experi- 
ence in freight rates and I. C. C. rulings necessary. 
Mus: be a hustler, willing to do some routine work to 
start. Permanent position and splendid opportunity 
lor right man, who: should also have some salesman- 
ship qualifications. Advise fully qualifications, ex- 
pericnce, age, etc., in first letter. J. M. M., 381, The 
Trafic World, Chicago. 
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National Freight Rate Service 


Transportation Bldg., Chicago, Ill. 
THE ONLY PUBLICATION 


COVERING THE ENTIRE 


United States and Canada 


NAMING RATES ON 
Freight, Parcel Post and Express 








































Price, including changes in rates, $15.00 per year 
Write for particulars 





WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 2500 S. Robey St., Chicago, Iii. 





a 
Your Prospective Customers 
are listed in our Catalog of 997% guaranteed Mailing Lists. It also 
vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Ziac 
Mines, etc. This valuable Reference Book free. Write for it. 


Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thusinsur- 
ing maximum profits. Submit your literature for pre- 
liminary analysis and quotation—no obligation. 


Ross-Gould 
Marling 
Bests St.Louis 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
i ee re ee eer Pern eee ee President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 
i. Bi We 0. 05. cecios dows esmiaus seseuies eaeaee Vice-President 
Transportation Commissioner, Kansas City Chamber of 
Commerce. 
I i oa id aren e's oo ata ewe wore Secretary-Treasurer 
T. M. Crane Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 
eee Assistant Secretary 
5 North La Salle Street, Chicago, TIl. cat Rec 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, MI. 


Mis a” MIE <9 ncaa a a. 5/'are Win mace he eS ENn © 4 ee ee President 
i Se ae asoihci anc a DassobbIn a date dba ace Vice-President 
Bs bis, I 5 a hance Bi data eatin %9 ele ore wma hurd bees Secretary-Treasurer 
ee cs eee eee ere eee ane Traffic Manager 
All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, TI. 





SALESMEN—Traffic men or railroad solicitors to handle our 


loose leaf freight rate guide on full or part time. Hundreds of 
testimonials from traffic managers and other executives stating 
ours is the only freight rate solution. Traffic men now em- 
ployed, earning from $25 to $50 per week on their own time, 
through our liberal commission payments. Ad] communications 
held strictly confidential. Give business reference when replying. 
Tee Rates, Inc. (Established 1894), Roches- 
er, N. Y. ; 
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Digest of New Complaints | 


No. 10278, Sub. No. 3. Beaumont (Tex.) Chamber of Commerce 
vs. C. R. I. G., McAdoo et al. 

Against a rate of 44c on molding sand from Utica, IIll., to 
Beaumont as unjust and unreasonable. Asks for a rate of 
33.75¢c and reparation. 

No. 10281. National Steel Rail Co., St. Louis, vs. St. L.-S. F., 
McAdoo et al. 

Against a rate of 47c on No. 1 railroad 
Stamps, Ark., to Springfield, Mo., as unjust 
able. Asks for a rate of 18.5¢c and reparation. 

No. 10283. The Associated Cooperage Industries of America, St. 
Louis, vs. A. & V., McAdoo et al. 

Unjust and unreasonable rates westbound on cooperage 
stock to points in California from all points in the east, and 
anduly discriminatory in comparison with rates eastbound. 
Asks for just and reasonable rates. 

No. 10284. Ft. Worth (Tex.) Freight Bureau and Texas Brick 


cast scrap from 
and unreason- 


Manufacturers’ Assn., Ft. Worth and Dallas, vs. A. & V., Mc-— 


Adoo et al. 

Unjust and unreasonable rates on brick and other clay 
products from points in Little Rock-Ft. Smith Territory, Ark., 
to destinations in Oklahoma, Texas and Louisiana; from 
points in Oklahoma to destinations in Little Rock-Ft. Smith 
Territory in Texas; and from points in Kansas to Littie Rock, 
Ft. Smith and Oklahoma destinations. Ask for just and rea- 
sonable rates and reparation. 


No. 10290. Dow Chemical: Co., 
Attica, McAdoo et al. 

Unjust and unreasonable rates on chemicals frem Midland, 
Mich., to destinations east of Midland because on a higher 
percentage than Saginaw and Bay City class rates from 
Midland except on the products of the complainant being on 
the 88 per cent basis, which is the basis for Saginaw’and Bay 
City. Asks for the 88 per cent basis. 


No. 10292. National Wholesale Lumber Dealers’ <Assn., 
York, vs. McAdoo. 

Against a rate of 26.8c on pine from Waverly, Va., to 
Thirty-seventh St., New York, as unjust and unreasonable. 

Asks for a published rate of 16.8c and reparation. 

No. 10293. Three States Tie Co., Hastings, Mich., and St. Elmo, 
Ill., vs. C. & E. I. et al. 

Unjust and unreasonable rates and charges on_ties from 
Illinois points to Chicago via Terre Haute. Asks for repara- 
tion. 

No. 10294. The American Agricultural Chemical Co., New York, 
vs. Central of New Jersey et al. 
“ Against a rate of 11.5c on acid phosphate from Carteret, 
N. J., to Philadelphia, as unjust and unreasonable. Asks for 
the commodity rate of $1.58 and reparation. 

No. 10295. Walter A. Zelnicker Supply Co., St. Louis, vs. Ore- 
gon Short Line et al. 

Unjust and unreasonable rates and charges on scrap car 
wheels, etce., from Gooding, Ida., to Kansas Sity. Asks for 
just and reasonable rates and reparation. 

No. 10296. Walter A. Zelnicker Supply Co., St. Louis, vs. Illi- 
nois Central et al. 

Against unjust and unreasonable rates on old rails from 
East St. Louis to Menominee, Mich. Asks for a rate of $3.25 
and reparation. 

No. 10297. The Ft. Smith (Ark.) 
Central et al. 

Against a rate of $2.85 on slack coal from Hume, Mo., to 
Ft. Smith as unjust and unreasonable. Asks for just and 
reasonable rates and reparation. 

No. 10298. Joseph D. Bell Co., San Francisco and Rockford, fIll., 
vs. Illinois Central, McAdoo et al. 

Against a rate of $1.75 on iron angles from San Francisco to 
Rockford as unjust and unreasonable. Asks for a rate of 
$1.125 and reparation. 

No. 10299. Illinois Coal Traffic Bureau et al., Fulton-Peoria dis- 
trict, vs. A. T. & S. F. et al. 

Against the $15 per car minimum rate as applied to ship- 
ments of water between points in Illinois for use in coal 
mines as unjust and discriminatory. Asks for a cease and 
desist order, just and reasonable rates. 

No. 10300. George F. Hinrichs, Inc., Wells 
Fargo & Co. et al. 

Unjust and unreasonable charges on dressed poultry from 
Roswell, N. M., to New York, due to errors in weight. Asks 
for reparation. 

No. 10301, Sub. No. 1. George F. Hinrichs, Inc., New York, vs. 
Wells Fargo & Co. et al. 

Against a rate of $5.55, less 25 per cent, on dressed poultry 
from Frederitk, Okla., to New York, as excessive, unjust and 
unreasonable. Asks for a subsequently published rate of $3 
and reparation. 

No. 10301. Chattanooga Bottle Glass Mfg. Co., Alton Park, 
Tenn., and Tallapoosa, Ga., vs. Alabama Southern et al. 

Against a rate of $2.05 per 100 Ibs. on glass sand from Wil- 
liams Spur, Ala., to Tallapoosa, Ga. Asks for the published 
rate of $1.10 and reparation. 

No. 10302. Harriss, Irby & Vose, mm. & S.. 
McAdoo et al. 

Unjust and unreasonable rates on cotton in bales from 
Texas points to Seattle, Wash., via Galveston. Asks for a 
cease and desist order, just and reasonable rates and repar- 
tion. 

No. 10303. Cairo, Truman & Southern R. R. Co., Arkansas, vs. 
Cc. & E. I., McAdoo et al. 

Unjust and unreasonable 
from Chicago to Truman. Asks for reparation. 

No. 10304. George C. Holt and B. B. Odell, receivers of the 
4&tna_ Explosives Co., vs. Pa. R. R. Co. et al. 

Unjust and unreasonable rates and charges on precipitated 
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lime from Williamsburg, Pa., to North Birmingham, Ala. Asks 
for reparation. 

No. 10305. Walter A. Zelnicker Supply Co., St. Louis, vs. South- 
ern et al. ri 

Unjust and unreasonable rates on rails from East St. Louis 
to various destinations in Kentucky. Asks for reasonable 
rates and reparation. 

No. 10306. Alexandria (La.) Chamber of Commerce vs. L. R 
& N., McAdoo et al. 

Unjust, unreasonable and unduly discriminatory class ang 
commodity rates from New York and other pts in <Ailantie 
seaboard territory to Alexandria in comparison with rates to 
Lake Charles, Opelousas and Eunice. Asks for just, reasonable 
and non-discriminatory rates. 

No. 10307. George C. Holt and B. B. Odell, receivers of Avtna 
Explosives Co., vs. C. & N. W. and McAdoo. 

Against storage charges of $2 per day on privately owned 
tank cars on privately owned tracks at Ishpeming, Mich., as 
unjust and unreasonable. Asks for cease and desist order, 
the establishment of a provision that privately owned tank 
cars on private tracks are not subject to storage charges, and 
‘reparation. 

No. 10308. Paducah (Ky.) Board of Trade and Paducah Coop- 
erage Co. vs. Illinois Central, McAdoo et al. 

Unjust, unreasonable and discriminatory rates to Paducah 
from territory in the southeastern blanket on lumber and 
lumber commodities, in favor of Cairo, Ill Asks for just, 
reasonable through routes and joint rates, not to exceed thoge 
to Cairo, and reparation. 

No. 10309. The World Publishing Co., Tulsa, Okla., vs. A. T. & 
S. F., McAdoo et al. 

Unjust and unreasonable rates and charges on news print 
paper, wrapping and toilet paper, from Merrill, Park Falls ang 
Nekoosa, Wis., to Tulsa, and unjustly discriminatory in favor 
of Kansas City, Joplin and Muskogee. Asks for cease and 
desist order, just and reasonable rates, and reparation. 

No. 10310. George C. Holt and Benjamin B. Odell, receivers 
4&tna Explosives Co., New York City, vs. Illinois Central, W. 
G. McAdoo et al. 

Against the rate of 30.6c on cotton linters and cotton hull 
fiber in bails from Memphis, Tenn., to Aetna, Ind., as unjust 
and unreasonable. Ask for cease and desist order, just and 
reasonable rates, and reparation. 

No. 10311. Downey Shipbuilding Corporation, Arlington, Staten 
—— N. Y., vs. Staten Island Rapid Transit Co., McAdoo 
et al. 

Against a failure to make allowance for spotting charges at 
petitioner’s plant for spotting performed on its interstate 
traffic upon spur or industrial tracks. Asks for reparation. 


SHIPPERS’ ORDER SHIPMENT 


Regional Director Bush has put out the following order, 
No. 125: 


“Our attention has been called to the improper billing 
of shippers’ order shipments. Some shippers are sending 
grain, lumber and other commodities to the principal mar- 
kets to ‘shipper’s order,’ without sufficient information as 
to the person at point of destination who may be notified. 
This is clearly at variance with rule 38 of the Western 
Classification, which reads as follows: 


The issuing of bills of lading for shipments consigned “to 
order’’ will not be permitted unless with name of the person, 
firm or corporation to whose order the shipment is consigned is 
plainly shown after the words ‘‘to order,’’ and issuing bills of 
lading for freight consigned to shippers’ order at one point, 
notifying consignee at another point will not be permitted ex- 
cept where consignees are located at prepay stations or interior 
points, in which case freight must be consigned to an open 
station to be designated by shipper. 


“This rule will apply on all shipments, whether or not 
the tariffs covering such shipments are subject to the 
Western Classification. Please be governed accordingly.” 


McADOO’S THANKSGIVING MESSAGE. 


The following message was sent November 26 by Di 
rector-General McAdoo to all regional directors: ‘In view 
of the unusual significance of Thanksgiving Day this year, 
1918, and of the extraordinary reasons why the Americal 
people should give thanks to Almighty God for the ul 
usual blessing we have received, please direct that all 
work not abSolutely necessary on government-controlled 
railroads be suspended on Thanksgiving Day.” 


SHOWING EX-CAR NUMBERS. 


B. F. Bush, regional director, has issued the following 
order: 

“There is considerable delay to equipment at various 
points, due to the slow accomplishment of bills of lading 
and settlement of freight charges on account of failure 
to show ex-car numbers when cars are transferred ¢ 
route. To avoid such delays, please instruct all concerned 
that ex-car numbers must be shown on waybills when 
shipments are transferred, to permit of prompt matchilé 
up of bills of lading at destination.” 
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DOCKET OF THE COMMISSION 


Note.—items In the Docket marked with an asterisk (*) are 
new, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


December 3—New York, N. Y.—Examiner Burnside: 
10240—Geo. C. Holt and Benj. B. oem, as receivers of the 
4@tna Explosive Co., Inc., vs. L. & N. R. R. et al. 


December 3—Chicago, Ill.—Examiner Burbank: 
— ee Wood Products Co. vs. A. T. & S. F. Ry. Co. 


10022 Cornell Wood Products Co. vs. A. A. R. R. Co. et al. 


December 3—New Orleans, La.—Examiner Spethman: 
10034, p> No. —— té& hes Cotton Oil Co., Ltd., vs. M. L 
& F. R. &S Co. et al. 
10084, ‘Sub, ler 2~Gult & Val. Cotton Oil Co., Ltd., vs. T. & 
y. Co. e 
10154—Pine Plume Lumber Co. vs. Alcolu R. R. Co. et al. 
December 4—Spokane, Wash.—Examiner peter 
9998—Ryan & Newton Co. et al. vs. F. E. i. Co. et al. 
9700—The Holt Mfg. Co. vs. Nor. Pac. Co. “i al. 
10086—Tull & Gibbs, Inc., vs. N. & W. Ry. Co. et al. 
or Smelting & Refining Co. vs. Great Northern 
Ry. Co. 
December 4—New Orleans, La.—Examiner Pattison: 
So Orleans, Natabany & Natchez Ry. Co. vs. Ill. Cent. 
~ a oo 
December 4—New York, N. Y.—Examiner Burnside: 
10092—Geo. C. Holt and Benj. B. Odell, receivers of AStna Ex- 
plosives Co., vs. P. C. C. & St. L. R. R. Co. 


December 4—Kansas City, Mo.—Examiner aes 
ar if natalie Portland Cement Co. vs. A. T. & S. F. Ry. Co. 

eta 

December 4—Chicago, Ill._—Examiner Burbank: 
10243—Otto H. Hedrich & Co. vs. P. C. C. & St. L. R. R. Co. 
10083—Whitewater Lumber Co. vs. Alabama Central Ry. et al. 
10255—J. D. Hollingshead Co. vs. W. G. McAdoo, Director- 

General R. R. et al. 

December 4—Birmingham, Ala.—Examiner a ye 
10123—Watters Tonge Lbr. Co. vs. L. & N. R. R. Co. et al. 
10156—Henry G. Brabstone, doing business a “Henry G. Brab- 

stone & Co., vs. A. G. S. R. R. Co. et al. 
bt yy Beaven- -Jackson Lbr. and Veneer Co. vs. B. & M. 
et a 

December 4—Argument at Washington, D. C.: 
9798—Portsmouth Assn. of Commerce vs. S. ‘A. L. Ry. Co. et a 
9933—Roland Lbr. Co. et al. vs. S. A> L. Ry. Co. et al. 


December 5—Argument at Washington, D C.: 
10019—Mont. Oil Co. et al. vs. A. T. & S. F. Ry. Co. et al. 


Coscemer 5—Dallas, Tex.—Examiner Pl 
— & Boice Lbr. Co. vs. Jefferson & N. W. Ry. Co. 


al. 
“t0181~ Dallas Cooperage and Woodenware Co. vs. ‘Ark. & Guilt 


” Pi tla nian City, Mo.—Examiner Gerry 
10135—Ash Grove Lime and Portland Cement 4 Co.. vs; A, T.' & 
S. F. Ry. Co. et al. 
. & S. 1147—Potatoes from Kansas points. 


FS eb nal 5—New York, N. Y.—Examiner Burnside: 
§265—L. Werthrim Coal & Coke Co. vs. L. V. R. R. Co. 


December 6—Kansas City, Mo.—Examiner Meney: 
10112—Phoenix Marble Co. vs. K. C. C. & S. Ry. Co. et al. 
10062—Badger Lumber Co. et al. vs. A. T. & S. F. Ry. Co. 


et al. rs 
Fifteenth Section Application No. 2065. 
December 6—Memphis, Tenn.—Examiner Pattison: 
10093—-Memphis Merchants’ Exchange et al. vs. A. T. & S. F. 
Ry. Co. et al, 
10091—Memphis y ted Exchange et al. vs. Ark. & La. 
Mid. Ry. Co. et al. 
December 7—Seattle, Wash.—Examiner Mackley: 
9295—The Atlas Lumber Co. vs. Pennsyivania Co. 
December 7—Ft. Worth, Tex.—Examiner Graham: 
ba yi Worth Freight Bureau vs. C. R. I. & P. Ry. Co. 
et al. 
December 7—Chattanooga, Tenn.—Examiner Trezise: 
10165—Dixie Portland Cement Co. vs. N. C. & St. L. Ry. et al. 
Portions of following 4th section applications by which car- 


riers named.as parties thereto seek authority to continue to. 


charge for the transportation of Portland cement from Rich- 
ard City, Tenn., to Lake Charles, La., rates which are lower 
than the rates contemporaneously maintained on like and to 
intermediate points: 458—N. C. & St. L. Ry.; 488—M. L. & 
Hy R. eB. Co one 5. WwW. B. &. Co.; 542—A. G. S. 
: 601—N. O. & N R. R. Co. 
10199-The Broch Candy bo. vs. A. G. S. R. R. Co. et al. 


December 7—Milwaukee, Wis.—Examiner Stee: 
— W. Johns- Manville Co. vs. Cc. M. & St. P. Ry. Co. 
eta 


December 9—Peoria, IIl.—Examiner Bell: 

8347—Peoria Board of Trade vs. A. T. & S. F. Ry. Co. et al. 
December 9—Louisville, Ky.—Examiner Pattison: 
* 10247—Southern Hardwood Assn. et al. vs. McAdoo et al. 


MINOR COMMISSION ORDERS. 


The Commission has reopened for further hearing 
Docket No. 7187, Buffalo Chamber of Commerce et al. vs. 
Buffalo Creek Railroad Co. et al., and No. 7197, Same vs. 
B. & O. et al. The reopened hearing will be with respect 
to and for consideration of the rates, transit services, 
rules, regulations and charges proposed by the railroads 


THE TRAFFIC WORLD 


Vol. XXII, No, 99 


in compliance with the orders of the Commission in thege 
cases. 

The Commission has further postponed the operative 
date of its order in No. 7865, Chamber of Commerce of 
Johnson City, Tenn., vs. Southern Ry. et al., from Decem. 
ber 15 to February 15. 

An order of discontinuance has been entered in I. and 
S. order No. 909, Transcontinental case, because the gar. 
riers have canceled the suspended tariffs. 

The Commission has vacated the proceedings had on 
the reopened No. 9236, Oriental Textile Mills vs. A. &. vy, 
Ry. et al., and fifteenth section application No. 4560, 
Pressed Cloth From Texas Points, because the fifteenth 
section application, under the orders of the Director. 
General, has been withdrawn. 


EFFICIENCY FROM CONSOLIDATION 


The Railroad Administration puts out the following press 
“story,” accompanied by a photograph: 

“Since the merging of the express companies, solid 
trains of express are becoming very frequent. The ac. 
companying photograph shows one of the largest straight 
express trains sent out of Kansas City in August. It is 
made up of 15 cars of refrigerated fruit destined to east- 
ern points. This is one example of the saving of man- 
power and equipment brought about by the consolidation. 
One engine, one train crew, and one express employe are 
used for this train, whereas formerly, with this business 
divided up between three or four companies, this man- 
power and equipment would have been doubled, if not 
trebled.” 


STATISTICS OF RAILWAYS 

The Commission announces that the printing of the 
twenty-ninth annual report on the statistics of railways 
in the United States for the year ended June 30, 1916, 
which circumstances have unavoidably delayed, has just 
been completed; but it is impracticable for the Commis- 
sion to make a general free distribution of this report. 
Copies of the report may be purchased from the Superin- 
tendent of Documents, Government Printing Office, Wash- 
ington, D.C. This 1916 report of 755 pages (9x11%% inches) 
is similar to the corresponding report for 1915, with the 
omission of details for individual-roads of outstanding 
capitalization and of investment in securities, etc., and 
with fewer details for steam railway companies of Class 
III and for switching and terminal companies. . 


REFRIGERATION CASE. 


A petition to reopen the refrigeration case (I. C..C. 
Docket 7969) is being prepared by counsel for the Na- 
tional Poultry, Butter and Egg Association. The asso- 
ciation has requested all interveners not to agree to dis- 
miss the complaint, and a number of those who were 
identified with the case have agreed to stick until the 
matter is finally disposed of. 

It is the opinion of the attorneys who have followed 
the matter closely that the Commission erred in its recent 
decision, which reversed its previous finding and order. 
Analysis of the cost figures and exhibits put in by the 
carriers when the case was reopened by the Commission 
some time ago, it is stated, showed that errors were made 
which attorneys believe misled the Commission. 


GRAIN EMBARGO PRIMARY MARKETS. 

Hale Holden, regional director, in Supplement No. 5 
to Circular No. 161, says: “With reference to Supplement 
No. 4, dated Nov. 18, 1918, naming kinds of grain to be 
included under the permit system, among which is corn: 
It has been deemed advisable to exclude corn on the cob. 
Please notify all concerned that the permit system does 
not apply’ to this commodity.” 


FACILITIES TO FREIGHT FORWARDERS. 


Regional Director Smith, in one of his circulars, says: 

“There is a practice, more or less general, of so-called 
forwarding companies consolidating less-than-carload shiP 
ments and forwarding as carloads in name of one shippeé!: 
consigned to one consignee and one destination; also 
distributing from such cars in small lots. In the receil! 
and delivery of such traffic the carriers must not furnish 
labor nor permit the use of their facilities to a greaté 
extent than for other traffic. Any tariffs now at varianté 
with these instructions should be amended through rest 
larly authorized procedure.” 
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FIRST—A Loose Leaf -Claim Record Form 


Punched to fit a standard 6xg post binder and containing 
detailed information as to the claim, including space for proper 


orem closing record, and an easy follow up scheme. 

solid | Price 100, 75c 200, $1.45 300, $2.10 500, $3.25 1000, $6.00 
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7 SECOND—Consignee’s Affidavit Covering Shortage 

ation, fe | A recognized form for use by consignee when there is a shortage 
rte | in car load freight. 

cnt a Price 100, $1.00 200, $2.00 300, $2.50 500, $4.00 
a THIRD—Consignee’s Affidavit Covering Damage 
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igsion F IF TH—ana don’t forget that we carry in stock the Standard Loss and 
made Damage Claim Forms prescribed by the Director General, 
in his Order 41 and the Overcharge Claim Forms prescribed 


oi in Order 55. And our schedule of prices is as follows: 


ement 100 of each or 200 of either $2.00 delivered 
po 150 of each or 300 of either 2.90 delivered 
o ok 200 of each or 400 of either 3.75 delivered 
1 does 250 of each or 500 of either 4.50 delivered 


500 of each or 1000 of either 7.50 delivered 


Prices on greater quantities of any of the above quoted on application. 
Forms all carried in stock and orders will be filled immediately on 
receipt, the prices shown all being delivered ones. 
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Cable Address “HARSTEELE” 


reer The J. Hi. W. Steele Co. ime. 


New York New Orleans Galveston Texas City 
Savannah Chicago San Francisco 
Special attention given to shipments through New 
Orleans for Latin Americas. We are prepared to arrange 
financing or credits on shipments. 


CHICAGO 


Chicago "Storage & Transfer Co. (Not Inc.) 
5817 to 5921 WEST 65TH STREET 

Excellent facilities for shipping L. C. L. lots without cart- 

age. Carload distribution a specialty. Daily motor deliv- 

eries Seengnem the city at very reasonable prices. Floors 


for ren 
INSURANCE RATE, 15 CENTS. 30-CAR SWITCH 


Western Transfer and Storage Co. 


220 ar 226 STANTON ST. 

L PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 

TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 











e 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 





Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse Low- 

est Insurance Rate in City. 
GALVESTON, TEXAS 





OAKLAND CALIFORNIA sacramento 
POOL CAR SERVICE 


Shipments af C.L.Ralies 


LAWRENCE WAREHOUSE©@ 


Operat 17 Warehouses and Docks 





CHICAGO 


Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 
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RESHIPPING WAREHOUSE 
F.W. HAGEN 4 CO. 1131 EAST 77TH STREET 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTRE 
Central House, Dock House (100’ x 400’) 
South Chicago, Il. 


ran > 
I. C. or Nickel Plate Delivery. Belt Ry. of Chgo. or BE. J. & E. Del’y 
Ample Private Car Switch and Lake Michigan Dock Facilities. 
Rates Protected. 
RAGE, TRANSFERRING IN TRANSIT 
AND TRANSHIPPING. 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North —. South Carolina. 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for Westinghouse Electric Co., De Laval Separator Co., 
New York; B. J. Johnsqn Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
sspONY EXPRESS” 
ST. JOSEPH - - - = MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


JHE CINCINNATI TRANSFER CO. 


Established 1859. 





Correspondence Solicited. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO. joi" O%. 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us your, mixed carlots North, South, East and West 


° 
—_—_— 


Louisville Public Warehouse Co., Inc. 











Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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SHIPPERS NOTICE 


27,541 small shipments refused by railroads during four months 
in one middle western district recently, because of faulty packing. 


Railroads should insist upon strong, reinforced containers. 


Shippers should meet the request by reinforcing their con- 
tainers with metal strapping. 


Second-hand containers when used should always be re- 
inforced with metal box strapping. 


PROTECT YOUR SHIPMENTS 


ACME STEEL BOX STRAPPING 


Please your customers with neat 
and unimpaired shipments. Help 
the railroads by reducing the 
chance for theft or loss in damage. _ 


Build for the Repeat Order. 


i. 


DOT 
EMBOSSED 
300 foot coil 
ACME No. 7 BOX STRAP 


Write 
for 














Catalog 


ACME DOUBLEDGE BOX STRAPPING 


ACME NAILEZY STRAPPING 


Acme Steel Goods Company 


Factory and Main Offices: 
2834-40 Archer AAenue CHICAGO 


BRANCHES: NEW YORK CITY ATLANTA NEW ORLEANS LOS ANGELES SAN FRANCISCO MONTREAL, QUEBEC 
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